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German Participation in a Chinese Trunk Line 


N our news columns on page 361 this week is noted a 
further and significant step towards the completion of a 
new East to West trunk line in China. A year or two 
ago a branch was opened between Hangchow and 
Kinghua in the Province of Chekiang. As recorded in 
our issues of December 15 and March 23 last, this line 
Was extended successively to Lungyu and, just over the 
Kiangsi border, to Yushan, the respective opening cere- 
momes taking place in October and December, 1933. So 
the line, known as the Hankchow-Kiangshan Railway, 
had run most of the length of Chekiang Province and had 
~ deen sponsored provincially. Now, however, it seems that 
the continuation of this through route right across the 
ovince of Kiangsi and through its capital, Nanchang, is 
to be carried out by a Sino-German syndicate, Chinese 
mterests being in the hands of the Nanking Government 
through the Bank of China, and all equipment being sup- 
plied by the German firm of Otto Wolff, representing 
man interests in this important railway. Its import- 
ance may be judged from the map accompanying the 
athouncement, which shows that when the new line is 
completed, the south to north Canton-Hankow trunk line 
be directly connected with Shanghai via the cities 
anchang and Hangchow. That our European neigh- 


bours should have secured the manufacture of permanent 
way, bridgework and rolling stock for 400 miles of main 
line is in itself significant—even if their influence stops 
there—and we have no reason to doubt the accuracy of 
the reports to that effect. This is but one of the many 
instances, reported almost weekly in our Overseas columns, 
of the extraordinary railway development which is taking 
place all over China in sharp contrast to almost every 
other part of the world. 


* * * * 


Edinburgh to Darlington via London 

By some mischance a lady travelling from a Scottish 
station on the Aberdeen line to Darlington one day in 
August remained in the through London portion of the 
train, which was attached at Edinburgh to the L.N.E.R. 
non-stop Flying Scotsman. When the Scotsman was well 
on the way, the train attendant discovered the lady’s 
destination and broke the news to her that King’s Cross 
was the next stop, so that she would have to travel 230 
miles beyond her destination and the same distance back ! 
He also informed the London driver, who was, as 
customary, travelling as a passenger for the first half of 
the run. That worthy, who was a well-known King’s Cross 
expert, resolved that if he got a clear road the lady should 
at least catch the last express northward which would 
return her to Darlington the same evening, namely, the 
5.30 p.m., which leaves at the time the Flying Scotsman 
is due to arrive. All went well. He stopped at 5.25 p.m. 
in King’s Cross station, where willing hands soon gathered 
together the much-travelled lady’s belongings and she was 
quickly escorted to the appropriate departure platform in 
comfortable time to entrain again on the 5.30 down. 


The Week’s Traffics 

A satisfactory feature of the past week’s traffic increases 
of the four group companies is that they compare with 
gains shown for the corresponding week in 1933 over 
1932. Thus for the 34th week in 1933 the L.M.S.R. 
recorded an increase of £59,000 over the corresponding 
week in 1932, the L.N.E.R. having an increase of £4,000, 
the Great Western one of £35,000, and the Southern one 
of £21,000. For the 34 weeks of the current year the total 
traffics of the four companies amount to £96,965,000, an 
increase of £4,165,000, or 4:49 per cent., on the aggregate 
for the corresponding period of 1933, and an increase of 
£2,237,000 or 2:36 per cent. on the corresponding aggre- 
gate for 1932. 
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Mersey Railway increase for the year to date is 
£4,322. On the Great Northern Railway (Ireland) there 
is an increase for the week of £3,100, mainly in pas- 
sengers. The Great Southern has a net gain of £2,268 
for the week, goods being up and passengers down. 
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18.000 449,000 + 2-84 
11,000 293,000 +- 2°27 


* * * * 


Electric Train Lighting Fifty Years Ago 

Half a century ago the subject of improved train light- 
ing was much to the fore, and, although the use of oil-gas 
had only recently come into wide use, electric lighting was 
already the subject of experiment. In 1881 the first use 
of electricity for train lighting was made by the London, 
3righton & South Coast Railway, using accumulators. 
Then in August, 1884, considerable interest in the technical 
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press was excited by the trials on the Liverpool-Manchester 
line of the old L.N.W.R. of a locomotive fitted with a 
Brotherhood engine and dynamo to supply current to Swan 
20 candle power lamps in the passenger compartments. 
The Brotherhood patent engine, stationed on the tender, 
was fed with steam from the locomotive boiler, loco- 
motives being specially fitted for this purpose. The electric 
current passed from the engine, through the train, and 
back to the locomotive, where, fixed to the footplate, was 
a regulator fitted with an electric lamp showing the driver 
the power of light in the train. Each compartment of the 
train was fitted with a duplicate lamp, the arrangement 
securing the instant lighting of one lamp if the other should 
fail. By 1887 electric train lighting had become fairly 
general on the L.N.W.R., and before the turn of the 
century the present method of using an independent axle- 
driven dynamo on each vehicle had replaced the earlier 
methods of driving dynamos by donkey engines or from 
the guard’s van axle. 
* * * * 


Parcels Traffic Pooling 

A further development in railway pooling is fore- 
shadowed in a notice published by the four group railway 
companies in the London Gazette of August 24. These 
companies have made application for the consent of the 
Minister of Transport under Section 19 of the Railways 
Act, 1921, to their entering into an agreement in regard 
to the pooling of their receipts from:—(1) parcels under 
2 cwts. and excess luggage; (2) parcels post (not including 
mails). Representations or objections relative to this 
agreement must be made in writing to the Minister within 
14 days of the date of the notice. It will be seen that 
this is the first formal pooling agreement into which the 
Southern Railway Company has entered since amalgama- 
tion. Before that time there were pooling and other 
arrangements between the London & South Western and 
Great Western Companies as to Channel Islands traffic, 
and as to traffic between certain competitive stations in 
the West of England and elsewhere, but the Southern has 
entered into no such comprehensive arrangements for 
the pooling of receipts on competitive traffic generally as 
those which the Minister has sanctioned between the three 
other companies. In connection with those agreements the 
three group companies gave certain undertakings to the 
public and staff, which are to apply to the proposed parcels 
agreement, and the Southern Company has agreed that 
such undertakings shall for the purposes of the present 
proposal apply to it also. 


* * * * 


Accidents to Railway Servants 

The Ministry of Transport reprint of the inspecting 
officers’ reports on the accidents inquired into during the 
three months ended December 31, 1933, also contains copies 
of the reports made by the assistant inspecting officers 
on the more serious accidents to railway servants during 
the same quarter. There were 40 such inquiries, of which 
10 related to fatal cases. The inquiries were distributed 
among the various companies as follows, the number that 
were fatal being added in brackets: Cheshire Lines Com- 
mittee 1; Great Western 1 (1); London & North Eastern 
19 (5); London Midland & Scottish 11 (1); Mersey 1; 
Southern 7 (3). Included among the 10 men killed were 
2 shunters, 2 permanent way men and 1 each from the 
grades-of fireman, plumber, signal-linesman, horse-driver’s 
lad, look-out man. Four cases were ascribed to want of 
care; 4 to misadventure, 1 to a defective ladder and 1 
to a momentary lapse. The last was the signal-linesman 
mentioned above who stepped off the facing road of a 






















































































double-line on to the track of an adjoining single line 
but failed to look both ways before doing so. The Great 
Western fatal accident related to a shunter of whom My. 
Scott Main remarked that he was said to have been a 
very zealous and active advocate of safety principles. He 
had to go to a goods shed but instead of walking along 
the up platform ‘‘ he elected to take the other and more 
dangerous course ’’ along the platform road with his 
back to the traffic. 
* * * * 





Industrial Accidents in the Irish Free State 

The most dangerous occupation in the Irish Free State 
is locomotive building, according to the report on the 
working of the Factory & Workshops Act for 1933 just 
issued by the Ministry for Industry and Commerce. For 
the second year this industry has contributed the largest 
number of accidents, the total for 1933 being 185, 
representing 21-1 per cent. of the gross total of 875 notified 
in all industries. In 1932 the total was 203, or 24-9 pel 
cent. The metal founding industry reported a_ total 
of 46 accidents, equivalent to 5-3 per cent. of the total, 
and thus took sixth place in the list of dangerous occupa- 
tions. Boiler making and constructional engineering were 
responsible for twenty accidents, shipbuilding for twenty- 
two, and the railway and tramway rolling stock and motor 
and other vehicles group for thirty-nine. Machine making 
recorded nine, electrical engineering one, and the light 
metal trades, two. In the shipbuilding, engineering and 
metal trades, the total was 316, or 36-1 per cent. as 
compared with 39:3 per cent. in 1932. — In locomotive 
building, the majority of the accidents were due to persons 
falling or being struck by a falling body, while in the metal 
trades group the handling of goods or articles in manv- 
facturing or carrying processes was the prime factor. In 
the list of prosecutions, none of the above mentioned 
groups appears. 

* * * * 


Government Railway Ownership in America 

Mr. L. C. Probert, Vice-President of the Chesapeake & 
Ohio Railway, in addressing an assembly of the company’s 
officers and employees, spoke with some force on the sub- 
ject of Government ownership of the United States railways 
and of the consequences which would follow if such change 
were made. He described the orgy of spending which 
would ensue and said that the taxes now paid by the 
railways would be lost to state and local governments il 
the Federal Government owned the railways. The other 
taxpayers, therefore, would have to make up a tremendous 
loss in revenue, including $140,000,000 which the railways 
now pay each year for the support of schools. Refernng 
to the costly experiment made by Canada with government 
ownership, he remarked that all the satisfaction the 
Dominion citizens got when they questioned the ventur: 
was to hear each political party blame the other. ‘‘ Fortt- 
nately,’’ he concluded, ‘‘ railway employees and the public 
have a powerful protection against the danger which 
threatens them in the lead pencil with which they marx 
their ballots on election day.’’ If they would use this 
weapon they could avoid the fate which otherwise awaited 
them. On the Chesapeake & Ohio Railway offical 
salaries amounted to only 4 per cent. of operating expense 
and it could be inferred that with government ownership 
the costs would rise out of all proportion to their present 
figure. Speaking at the conclusion of Mr. Probert 5 
address, a member of his audience made it known thai 
the reduction in the salaries of railway officers imposed DY 
the government last year in the glare of intense publicity 
had effected a saving of but 0-009 per cent. mn railwa} 
operating revenues. 
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The French Rolling Stock Industry 

The serious decline in the number and value of orders 
placed with French rolling stock manufacturers is again 
emphasised in the annual report of the Chambre Syndicale 
des Constructeurs de matériel de chemins de fer, reviewed 
in the August number of our contemporary, Les Chemins 
de fer et Les Tramways. Orders from the railways had 
last year fallen from 321 million francs in 1932 to 207 
millions, and the estimated total for 1934 is only 150 mil- 
lions. Locomotive building has fallen off with a dramatic 
suddenness. In 1930 no fewer than 404 engines were 
ordered, but by last year the number of orders had 
dwindled to 25. The programme of the Conseil Supérieur 
des chemins de fer for the present year provided for 35 
new engines, but it is improbable that more than ten or 
so will be built. Equally sharp is the decline in orders 
for goods vehicles. Although the railway programme 
included 2,800 units, only 30 have been built by private 
firms, and it is thought that the remainder will be con- 
structed in the companies’ own workshops. The possi- 
bility of the loss of orders to private enterprise through 
this cause has been increased by the compulsory reinstate- 
ment of more than 5,000 railway employees. The business 
with the best prospects is the construction of steel pas- 
senger coaches, as a result of recommendations following 
the Lagny disaster, although as yet only 120 vehicles out 
of the programme of 325 have been ordered. 

* * * * 


100 m.p.h. on 3 ft. 6 in. Gauge? 

All records for 3 ft. 6 in. gauge speeds are to be broken, 
according to the Japanese newspaper The Osaka, Mainichi 
& Tokyo Nichi Nichi when a new train called the Bullet is 
put into service between Tokyo and Kobe next year. 
This introduction will synchronise with the opening of the 
Tanna tunnel, and the shortening of the main line, as 
well as the elimination of the heavy existing grades over 
the summit that the new deviation will make possible. 
The-Bullet is to be a streamlined train, of duralumin con- 
struction, mounted on pneumatic tyres and driven by two 
750 h.p. internal combustion engines. There will be only 
one class, and two hundred passengers will be carried, at 
a rate of something between 20 and 25 yen, which at 
the present low rate of exchange works out at only 25s. 
to 3ls. for.a journey of 370 miles. The newspaper talks 
optimistically of a speed of 100 m.p.h. with the Bullet 
service, and we see no reason why such a high maximum 
should not be reached on the straighter sections of the 
route, especially in view of the low centre of gravity which 
such a train will have. The main line permanent way of 
the Japanese Government Railways is now laid with 
100-Ib. flat-footed rails, is well maintained and quite 
capable of withstanding such a speed. 

* ok * * 


Progress of Roller Bearings 

Whether anti-friction bearings actually reduce rolling 
resistance under all conditions is still the subject of con- 
troversy, although those who take the affirmative view are 
drawing ahead in the argument. There are, of course, 
circumstances in which the superiority of the rolier or bali 
bearing is finally established. No motor car, for example, 
would be built io-day without incorporating such a refine- 
ment. On railways it appears to have been established 
to the satisfaction of many responsible engineers, particu- 
larly on the Continent and in the U.S.A., that roller bear- 
Ings ON passenger stock have preponderating’ advantages 
Over other types of bearing. A large proportion of such 
new construction is now being so equipped, and, as a 
Specific instance of the benefit secured, the case of the 
heavy all-steel suburban trains of the French State Rail- 
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ways may be cited. It is the custom on that system to 
work nine-car push-and-pull trains powered by 2-8-2 tank 
engines. Before roller bearings were adopted trains of no 
more than eight cars could be worked to schedule by these 
locomotives. Apart from this evidence of the reduction of 
rolling resistance at low speeds with frequent re-starts, 
there are other spheres of usefulness for the roller bearing, 
such as the reduction of expenditure on maintenance and 
lubricants, the elimination of the hot box, and, as an 
article on page 343 indicates, the probable reduction of 
big-end wear. 
* * * * 


Locomotive Improvements in South Africa 

How much can be accomplished by the modification of 
existing locomotives as they go through the shops for heavy 
repair is well illustrated by the latest practice of the 
South African Railways. On this system, as we recorded 
in our issue of March 2 last (page 343), a series of standard 
boilers has been designed to fit existing locomotives as they 
require new boilers. It has been found possible, with as 
few as seven such standard boilers, four of which are only 
very slight modifications of three main standards, to effect 
considerable economies not only in the time required for 
the repair of the locomotive, but also in the cost of manu- 
facture and the stock carried. Modifications of the loco- 
motives on which standard boilers are to be mounted have 
been reduced to a minimum, and consist of such items as 
the fitting of brackets, the lengthening of frames, and the 
strengthening of the cross bracings and boiler and firebox 
supports. When new cylinders are required, the oppor- 
tunity is taken of fitting up-to-date valves with long travel, 
and other modern refinements. With one class of loco- 
motive so rebuilt, an increase in power without any corre- 
sponding increase in fuel consumption has resulted, and 
reduced maintenance costs are anticipated. A new 
locomotive embodying these principles is described on 
page 342. 

* * * * 

The Lubrication Problem 

Some tests carried out in America for the purpose of 
reducing lubrication failures with rolling stock journals 
were referred to-in the July issue of the Railway Age. 
Correct lubrication, it was stated, involved a number of 
factors, such as the use of good waste, proper waste lubri- 
cation, correct packing of journal boxes and, possibly 
most important of all, the use of the right type of oil. 
A large number of tests under a wide range of speed and 
temperature conditions were made with oils of all visco- 
sities suitable for railway car service, and drawn from 
every available source. Particular attention was paid to 
the performance of various types of oil under low tempera- 
tures corresponding to conditions encountered in winter 
operation, i.e., 40 deg. F. above to 40 deg. F. below zero, 
as there is considerable trouble during this season because 
of the oil on the journal becoming so heavy and sticky 
that the waste adheres to it and is dragged up against 
the edge of the brass, interrupting the formation of an 
adequate oil film between the brass and the journal. This 
causes high friction and overheating, culminating in a hot- 
box. Oils showing favourable low temperature charac- 
teristics were also tested under severe summer conditions, 
consisting of long distance runs at high temperatures with 
speeds up to 70 m.p.h. and loads up to 25,000 lb. Average 
temperatures of bearings operating under summer condi- 
tions are between 165 and 185 deg. F. The lubrication 
problem is increased by the fact that vehicles encounter 
different. extremes of temperature according to their area 
of service and it is vitally necessary, therefore, that the 
lubricants used should give satisfactory performance under 
these widely divergent conditions. 
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Egyptian State Railways 


THE Egyptian State Railways serve the Nile Valley and 
the Delta, between the Mediterranean and E] Shellal 
whence the river boats of the Sudan Government Railways 
and Steamers provide communication to the South. Road 
and steamer services are also worked by the administration. 
For the financial year 1933-34 the Egyptian State Railways 
secured a clear profit of *£E.577,204 after providing for 
all expenses, for pensions, depreciation and _ interest 
charges, the net operating earnings of £E.1,722,980 
giving a return of 4:92 per cent. on the capital of 
£E.35,027,302. The full report is not yet available but 
we have received some interesting operating figures from 
the traffic department and also a memoire submitted to 
H.M. King Fuad by H. E. Mahmoud Chaker Bey, the 
General Manager, on the situation of the railways in Egypt. 
Wholesale reductions of fares for all three classes as 
from September 1, 1933, greatly increased the number of 
passengers, but in the case of first and second class the 
growth in numbers was not sufficient to compensate for 
the sacrifice in revenue. The competition from motor bus 
services and from taxicabs working in the provinces has 
become increasingly severe, and the indiscriminate grant- 
ing of licences for services parallel to the railway is 
seriously affecting traffic. It was agreed as a primary 
principle at the Committee held under the Chairmanship 
of the Under Secritary of State, Ministry of Finance, that 
‘““ where the services operated by the Egyptian State 
Railways, either by rail or road, were considered ample 
for public convenience, no licences should be granted and 
that steps should be taken to suppress existing licences.”’ 
The time has arrived to put this accepted principle into 
operation. Parcels rates (grande vitesse) were consider- 
ably reduced during the year under review for many 
classes of traffic, and though this has encouraged traffic 
movement, it has not yet been sufficient to compensate 
for the financial surrender involved. From goods and 
live stock traffic as a whole there was an increase of 
£E.317,831. In merchandise tonnage there was an 
increase of 13-2 per cent. and in merchandise receipts of 
12:19 per cent. Road services showed a profit of 
£E.2,367, but river services a loss of £E.3,355. In 
working expenses there was a slight increase mainly due 
to pension payments and fuel costs. The accompanying 
table compares some operating figures :— 
1933-34 
34,556,928 


1932-33 
Passengers ti 32,221,293 
Merchandise, tons .. 5,402,992 4,771,669 
Train-kilometres 20,403,116 18,017,886 
Operating ratio, per cent. 65-86 69 -02 
£E LE. 

1,750,881 1,739,328 
2,548,740 2,271,716 
5,046,689 4,742,873 
3,323,709 3,273,530 
1,722,980 1,469,343 


Passenger receipts. . 
Merchandise receipts 
Total earnings 
Total expenses 
Net earnings 
Amongst the principal works completed during the year 
under review was the reconstruction of the El-Sohaguieh 
bridge. This work completes the programme of bridge 
strengthening between Sohag and Nag-Hamadi and will 
permit heavier loads and higher speeds throughout this 
section. The General Manager in his memoire strongly 
recommends bridge reconstruction throughout the section 
between Nag-Hamadi and Shellal so as to make it also fit 
for heavier loads and higher speeds. Strengthening the 
direct line between Cairo and Suez, completion of the 
lines Keft-Kosseir, Sidi Ghazi-E] Bosseili, and Facous-San 
el Hagar, and an extension from Mariout to Marsa Matrouh 
are among the more ambitious recommendations of the 








* The Egyptian £ is equivalent at par to £1-0-6. 
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memoire, but it is full of practical suggestions for the 
development of traffic, and it is to be hoped that the 
progressive spirit shown in it will be able to quicken up 
Government official inertia. Amongst the numerous 
suggestions may be particularly noticed the proposal to 
equip all locomotives with speed indicators, fencing of the 
tracks so as to permit the use of light railcars and cover. 
ing the journey between Cairo and Alexandria in an hour 
and a half, replacing old locomotive types by new, in- 
creases of speed, greater passenger comfort, second class 
sleeping cars, tariff modifications, extension of door-to-door 
transport, co-ordination with existing road and air trans. 
port organisations, and so on. Even under the existing 
somewhat obstructive conditions the present management 
has been able to produce financial results for the railways 
which other administrations might well envy. 


High Speed 


FTEN we have heard the statement made, and on 
occasion by responsible railway officials, that railway 
speeds in Great Britain are higher than in any other 
country in the world. Those who still so express them- 
selves are living in the past. Until the war the conten- 
tion was possibly correct, though even then certain rail- 
ways abroad, and particularly the Northern Railway of 
France, had already made considerable strides in speed, 
and had drawn level with the best achievements of this 
country. But to-day, as is clearly apparent in the article 
entitled ‘‘ European Express Train Services in 1934,"" on 
page 354 of this issue, Great Britain is in danger of sinking 
to a third-rate position in European railway speed. “ Sink- 
ing ’’ is not, perhaps, the most appropriate of descriptions 
to use in this connection, for there has been no retrogres- 
sion during the last two years. But while the railways of 
Europe’s westernmost countries have, with one or two 
exceptions, been making unceasing progress with their 
timetables, we have been almost standing still. The 
wave of acceleration which took place in 1932, particv- 
larly northwards from London, appears to have lost its 
momentum, and though, fortunately, there are no signs of 
an ebb tide, yet once again we appear to have reached the 
calmest of calm water in our timetable evolution. 

In the days of Foxwell and Farrer, with their railway 
speed researches of the ’eighties, anything running at over 
40 m.p.h. was regarded as an ‘‘ express.’’ When the 
present century opened, 50 m.p.h. may have been regarded 
as the qualifying level; but after the post-war recovery, 
when our contemporary The Railway Magazine began to 
publish its annual statistics of the fastest runs in Britain, 
it had become desirable to fix the limit at 55 m.p.h., 1m 
order to reduce the tables within reasonable limits. For 
the same reason, owing to the rapid development of rail- 
way speed abroad, it is now necessary to make an even 
higher limit of 58 m.p.h.; and ere long it may well be 
that no passenger train will be regarded as providing really 
high speed service unless it runs from start-to-stop at a 
speed of at least a mile-a-minute. It is, however, on the 
58 m.p.h. basis that our correspondent’s tables have been 
calculated, and they show the whole of the runs in Europe 
that are timed at this speed and over, as well as at 6), 
62, 64, and 66 m.p.h. and over, the last-mentioned being 
an additional figure compelled by the remarkable Cont 
nental time-table developments of the present year. Some 
of the comparisons made in these tables should now be 
specially emphasised. 

In the first place, the mileage of runs in France pe 
formed daily at speeds of 58 m.p.h. and over—I185 mus 
aggregating 10,392 miles—almost exactly doubles the all- 
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British total of 72 runs, making up 5,407 miles. That, 
in its turn, is 70 miles more than the total for Germany of 
5,337 miles at 58 m.p.h., but at higher speeds the British 
figures are put completely in the shade by those of both 
Germany and France. For example, at 64 m.p.h. and 
over Britain has two runs, totalling 230 miles, as com- 
pared with nineteen 1n France aggregating 2,000 miles, and 
twelve in Germany totalling 1,641 miles. The Northern 
Railway of France, single-handed, has more runs booked 
at 64, 62, and 60 m.p.h. than the whole of the railways 
of Great Britain in combination, and at 58 m.p.h. and 
over, the Nord total is only 118 miles less than the corre- 
sponding British figure. Only the Great Western Railway 
can boast a really substantial mileage of runs at over 
60 m.p.h. from start-to-stop; the L.M.S.R. exceeds the 
9,000-mile mark with runs at over 58 m.p.h.; yet the 
L.N.E.R. total at over 58 m.p.h. has fallen to the slender 
figure of 578 miles—but little more than one-tenth of the 
Nord aggregate—while it is not possible so much as to 
mention the Southern Railway in this connection, for no 
run on Southern metals is booked at over 58 m.p.h. from 
start-to-stop. 

Various arguments will doubtless be advanced in the 
attempt to explain this disparity. Density of line occupa- 
tion certainly rules railway speed to some extent, but the 
evidence that has been given in THE RAILway GAZETTE 
during recent months as to the remarkable punctuality of 
such a train as the Cheltenham Flyer, with its 71-4 m.p.h. 
timing from Swindon to London, over a route which, for 
a good proportion of its length, is densely occupied with 
traffic, is an indication that traffic density in Great Britain 
is not always an obstacle to the maintenance of high 
speeds. The objection may be made that a proportion 
of the Continental high speed mileage is made up of runs 
with railcars, as compared with steam haulage exclusively 
in this country; but such an objection would overlook 
the fact that on many main line services in Great Britain 
similar railcars might prove just as useful and as profit- 
able as they are doing abroad. There is evidence in plenty 
that every high speed rail service introduced in Great 
Britain has proved popular, and has increased its public 
patronage in consequence. Excellent work was done in 
increasing British railway speeds in the accelerations of 
1932, but such time-table improvement ought to be, not 
an occasional phenomenon, but a continuous process. 


* * * * 


Failures of Couplings of Wagons 


THEN, in our issue of July 20, we reviewed Colonel 
Mount’s annual report on the railway accidents of 
1933, we intimated our intention to deal with accidents to 
and failures of rolling stock or permanent way on a later 
cccasion. In now redeeming that promise we would say 
that, in 1933, these incidents, which come under ten 
headings, totalled 5,156, as compared with 5,181 in 1932, 
6,342 in 1931, an average of 9,141 for each of the five 
years 1925-29 and an average of 11,153 for the five years 
1920-24. Taking only the two previous years of 1932 
and 1931 the only items in which there was an increase 
Were in (2) failure of machinery, springs, &c., of engines 
and (3) failure of tyres. The former rose to 19 from 
12 and 9 respectively and the latter to 48 from 43 and 
44, On the other hand, the 40 failures of axle in 1931 
and again in 1932 fell to 23 in 1933 and the failures of 
couplings from 5,935 and 5,008 to 4,894. In ‘civil en- 
Soeg there were no failures of tunnels, bridges, via- 
ry ty oordtahe &c., as compared with 4 in 1932 and 
in aos 31, while the cases of broken rails fell from 126€ 
931 and 114 in 1932 to 95 in 1933. Of the 4,894 
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failures of couplings 1,561 happened whilst running and 
3,333 in starting and stopping, and 4,455 were breakages 
and 439 became unhooked. Of the breakages, 13 were 
the couplings of engines and tenders, 340 were the coup- 
ling links and screw shackles of passenger stock and 1,234 
were the coupling links and screw shackles of wagons. 
Of the breakages, again, 3 were the drawbars and hooks 
of locomotives, 428 the drawbars and hooks of passenger 
stock and 2,437 of wagons. The 439 cases of couplings 
becoming unhooked were 64 in passenger stock and 375 
in wagons. It is instructive to ncte that the failures of 
all kinds in wagons were 4,046 in railway-owned and 
1,861 in privately-owned. 

3efore proceeding to make a further analysis of these 
figures mention must be made of the intimation contained 
in Colonel Mount’s present report that an agreement had 
been arrived at between the companies and the Private 
Wagon Owners’ Association with regard to the strengthen- 
ing of drawgear in both railway-owned and _ privately- 
owned wagons. That arose out of the fatal collision in 
a dense fog on December 18, 1931, at Dagenham Dock— 
see THE RatLway GAZETTE of September 30, 1932. 
Incidentally, the report by Colonel Mount on that acci- 
dent revealed the fact that the figures as to the number 
of failures of wagon couplings ‘‘ represent merely a small 
proportion of the total annual failures in these respects, 
as they relate principally to divisions of trains, such as 
the one in question, and do not embrace the large number 
of those which take place during shunting operations in 
railway and private sidings.’’ The recommendations in 
the Dagenham case proposed the introduction of higher 
grade steel which would not be capable of being welded, 
or, alternatively, the suppression or, at any rate, the 
limitation where practicable, of the practice of repairing 
mild steel drawbars by welding, in view of the heavy 
shocks in tension to which the material is subjected, 
Colonel Mount remarked, instead of replacement with new 
unwelded material—hook and eye in one piece—such 
repairs as those condemned were common, both for rail- 
way-owned and privately-owned stock. In his annual 
report for 1932 that officer said that an agreement had 
been reached as to a new standard type of weldless steel 
coupling for all new stock and for renewals in certain cases. 
Consideration, he added, was also being given to proposals 
for the future avoidance of welding mild steel drawbars. 
The present announcement is that new drawhooks and 
bars are now being made, without welds, from steel of 
32 to 38 tons per sq. in. tensile and, as from June 30 of 
the present year, the practice of repairing mild steel draw- 
hooks and bars by welding will not be permitted. 

Reverting now to the decrease in the number of cases 
reported last year of failure of coupling apparatus: that, 
Colonel Mount considers, is due to increased strength and 
the use of better quality of steel. The 4,894 failures of 
couplings were made up of 4,056 in freight trains and 
$38 in passenger trains. Of the former, 60-13 per cent. 
were due to the pulling out and breakage of drawbars or 
hooks and 26:40 per cent. were breakages of coupling 
links. In passenger trains, 51:19 per cent. of the failures 
were the pulling-out or breakage of drawbars or hooks; 
31-86 per cent. were the breakage of screw shackles; 9°31 
per cent. were breakages of coupling links and 7:64 per 
cent. were uncoupling, including the release of automatic 
couplings. Coupling failures with double-headed trains 
amounted to 8-48 per cent. of the total in the case of 
freight trains and 16-11 per cent. in the case of passenger 
trains. The number of collisions and derailments or per- 
sonal injury resulting from all classes of failure of coupling 
apparatus was 38, of which 34 occurred to freight trains. 
The liability to accident as a result of divisions in freight 
trains during 1933 was about 0°81 per cent. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Truth in Advertising—Summer Tickets 


Bordyke, Burgess Hill, 
Sussex, August 27 


To THE EDITOR OF 


Str,—Upon my return from the North of England I find 
in your issue of August 3 my letter of July 21 on above 
subject, and your remarks on my letter. 

May I suggest that you, Sir, have apparently missed my 
I enclose the Southern Railway advertisement from 


point? 


the local paper for this district dated August 14. 
advertisement says ‘‘ Penny a mile Summer tickets issued 
daily by any train from any S.R. station to any station in 
There is no ambiguity about the statement; 


Great Britain.’’ 


no suggestion that previous application is necessary. 
you state, the booking clerk could obtain ; 
the through fare, why did he not do so? 
It would be little trouble for the G.W.R. to supply the 
S.R. with a list of the fares from Reading; the particular 
to Reading would 


one of these added to the S.R. 
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fare 


handbills or. write 
ticulars, 


2 information in 


of the 


because 


This out next month. 


If, as 
immediately ”’ 


routes. | 


supply the sum of the fare between any S.R. station and 


any G.W. station via Reading. 
north of Banbury the fares via 


In certain cases to places 
London and Bicester would 


as obviously it is 
the 
appearing in the first issue of the 
gramme, that where fares were not in operation 48 hours’ 
notice would be required, was omitted from the current issye 
wider 
should, however, have been made clear that in certain 
cases prior notice would be required, and a notice to this 
effect is being inserted in the next issue, which is coming 


tion is necessary, intending passengers are asked to obtain 


to the local stationmaster for ful] par- 
not possible to put all the 
space available. The clause 
‘summer ’’ ticket pro- 


small 


range of fares put into force. [t 


So far as Mr. Nnokes’ suggestion that 


the Great Western should supply the Southern with a list 
of fares from Reading is concerned, this is not possible 
owing to the many difficulties consequent upon alternative 


Croydon to Brighton by Pullman? 


The Railway Club, 
57, Fetter Lane, London, E.C.4. 
August 22 


To THE Epitor oF THE Rattway GazettE 
Sir,—In the vear 1836, before the passing of the London 
Brighton Railway Bill, it was suggested in evidence 
‘Croydon people might wish to go to Brighton, and 
persons from Brighton might wish to go to Croydon.” 

A century later there remains still the possibility that 


Crovdon people might wish to go to Brighton (by Pullman 


be less. A list of these stations, with the amount, say 
Is. 4d. return, to be deducted from the G.W.R. fare from 
Reading, would supply the bocking clerks at S.R. stations  anqd 
with the amount of any fare. that 
Yours faithfully, 
G. A. NNOKES 
We submitted this letter to Mr. C. Grasemann, Public and persons from 


Relations and Advertising Officer, Southern Railway, who 
So far as our local advertisement is 


comments as follows:- 





(by Pullman). 


concerned, while there is no suggestion that previous applica- 


Brighton might wish to go to Croydon 


Yours faithfully, 
L. T. CATCHPOLE 





PUBLICATIONS RECEIVED 


From Brighton to Inverness. Pres- 


cot, Lancs.: British Insulated Cables 
Limited. 8} in. x 5} in. Pp. 100. 
Gratis.—As is apparent from the preface, 


this collection of town maps, covering in 
alphabetical order 48 important pro- 
vincial centres between the South 
Coast and the North of Scotland, is 
designed to serve the traveller by 
road. When main roads lose themselves 
in a maze of streets and crossings, 
change their name at frequent intervals 
and shed their signposts at the points 
where they are most needed, the task 
of the stranger finding his way through 
an unfamiliar town is complicated. In 
these circumstances he will undoubtedly 
welcome the lucid plans contained in 
‘From Brighton to Inverness,’ with 
their boldly shown and labelled through 
routes and mileages to the places with 
which these communicate. But even 
the motorist must at times have 
recourse to the railway, and he who, in 
the words of the preface, travels on 
“the legendary pony of Mr. Shanks,” 
is still more liable to finish his journey 
by train, yet as to where the stations 


are to be found this otherwise useful 
book is completely silent. This is a 
grave omission to-day, when cheap 


excursions and “ holiday seasons’ are 





taking more and more people by train 
to those towns and cities of England of 
which the names are household words, 
but which comparatively few bothered 
to insist on in the past, except on 


business. To such travellers, ‘‘ From 
Brighton to Inverness,’ with its his- 
torical and other informative notes 


regarding places of interest, might be 
a handy companion. As it is, however, 
by ignoring the points at which so many 
visitors arrive and depart, it needlessly 
restricts its usefulness. 


Statens Jarnvaigar, 1906-31. 
Minneskrift i Anledning av de 
Svenska Statsbanornas 75 - ariga 


Tillvaro, med Kungl. Maj: ts nadiga 
Bemyndigande utgiven av Kungl. 
Jarnvagsstyrelsen. (The (Swedish) 
State Railways, 1906-1931. Commem- 
orative work issued with His Majesty’s 
permission by the Royal State Railways 
Management, on the occasion of the 


75th anniversary of the undertaking.) 
104 in. x 7in. Two volumes. Pp. 809 
and pp. .795. Illustrated with 809 


figures, mostly photographs, and with 
tables, maps and diagrams. No price 
stated.—The space available in these 
columns niakes it difficult to convey to 
readers any adequate idea of the con- 


tents of these two fine volumes. Some 
conception of their size may be gained 
from the fact that together they contain 
over 1,600 pages. They have been 
issued by the Swedish State Railways 
to celebrate the close of the 75th year 
since the first State line was opened 
for traffic in Sweden on December |, 
1856. Their publication was decided 
upon in 1928, and they form, to some 
extent, a continuation of a similar but 
much smaller work issued in 1906 to 
celebrate the fiftieth anniversary of the 
State railways. The preliminary plans 
for the present work were elaborated 
under the direction of Herr Lats 
Akselsson, whom the management had 
appointed general editor, but who 
resigned that post in 1930 and was 
succeeded by Herr Nils Varenius. The 
preface is contributed by Herr A. 
Granholm, the General Manager of the 
State railwavs. The first volume deals 
with general and administrative ques- 
tions, under the headings of State 
railway organisation, training and other 
staff matters, accountancy, trafiic at- 
rangements, tickets, international routes 
and services, the history of the lines, 
cecidents and safety 
fares, museums, 
ising, and genera 
volume is prince 
ring matters and 
of construction 


economic questions, a 
measures, rates and 
exhibitions and advert 
publicity. The second 
pally devoted to engine 
deals with every phas 








btain 
par- 
| the 
lause 
pro- 
Ours’ 
issue 
» ot 
ertain 
) this 
ming 
that 
a list 
ssible 
lative 


99 


ondon 
idence 


1, and 





Some 
gained 
ontain 
» been 
Lilways 
h year 
ypened 
iber 
leci( ed 
po some 
lar but 
906 to 
of the 
plans 
yorated 
- Lars 
nt had 
t who 
id was 
;. The 
err A. 

of the 
e deals 
p ques 

State 
d other 
fic at- 
l routes 
e lines, 
1 safety 
aseums, 
general 
princi- 
fers and 
ruction 








August 31, 1934 


and operation from a technical point 
of view, including special chapters 
on bridges, stations, permanent way, 
housing for the staff, locomotives, 
electric traction, carriages, wagons, 
brakes, signalling and block working, 
telegraphs and telephones, motor vehi- 
cles, train ferry boats, workshops and 
stores. Each chapter is written by an 
authority in his particular sphere, and, 
although the style is everywhere concise, 
a vast amount of information is pre- 
sented in every section of the work. 
The two volumes are beautifully printed 
and profusely illustrated, and together 
form a complete reference work of per- 
manent value on this important subject. 
The management of the Swedish State 
Railways is to be congratulated on the 
production of these handsome _ books, 
and, at the same time, the authors who 
have so ably contributed to make the 
venture a success, the artist, Herr 
Osvald Lundgren, and the printers. 


The Bearing Value of Rollers. By 
Wilbur M. Wilson, Research Professor 
of Structural Engineering. University 
of Illinois Bulletin No. 263, Vol. XX XI, 


No. 24: The University of Illinois, 
Urbana, U.S.A., Engineering Experi- 
ment Station. 32 pp. 9 in. 6 in. 


Price 40 cents.—<As is well known, the 
purpose of the Engineering Experiment 
Station to the | niversity of Illinois is 
to conduct investigations of importance 
to the engineering and allied interests 
of the State. The object of this par- 
ticular investigation was to determine 
the load-carrying capacity of small 
rollers, similar to those used as expan- 
sion rollers and rockers on girders and 
truss-bridges. It was found that the 
bearing value of such a roller is the load 
producing a plastic flow of 0-001 in. 
per inch when the roller is rolled 1,000 
strokes at the given load. Although 
this criterion appears more or less arbi- 
trary, it does determine as the bearing 
value a load such that increases beyond 
this load are accompanied by a rapid 
increase in the rate of plastic flow. 


An Inquiry into the Functioning 
ofan Industrial Autarchy. By Lawr. 
E.Widmark. New York: Albert Bonnier 
Publishing House, 561, Third Avenue. 
6 in. » 9} in 60 pp. Cloth. No 
price stated.— By an industrial autarchy 
the author means a self-sufficient econo- 
mic unit or a country capable of provid- 
ing for all its own material needs out 
of its Own resources. The United 
States approximates to such a unit and 
it its foreign trade be overlooked its 
functioning can be described very 
broadly on mathematical lines. The 
author begins with the question “‘ Is 
modern business mathematically pos- 
sible?” and after pursuing an original 
line of Teasoning occupying but two 
Pages, he provides the answer, ‘ that 
It is only possible in the form of cyclic 
Variations.” One assumption under- 
lying the reasoning is that production 
Increases at a rats directly proportional 
Pn ca of profits. Another 
pone : of that consumption is 

stant, and a third is that equality 
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between production and consumption 
is too unlikely a coincidence to offer 
a case worth considering. All this is 
rather too hasty an abstraction of 
goods, men and money to be imme- 
diately convincing, and the plunge 
made in the final chapter, from the 
conclusion of the first that business 
must be cyclical, into the mathematics 
of sine functions and calculations gener- 
ally resembling those in treatises on 
alternating electric currents is made 
prematurely. The middle of the book is 
filled in with observations and calcu- 
lations which are interesting in them- 
selves but quite disconnected from the 
argument developed in Sections I and 
IV. The space might have been used 
with advantage to say more about 
“‘ business inertia,” ‘‘ business capacity,” 
“business resistance,’’ and other en- 
tities appearing as symbols: (generally 
constants) in the later mathematical 
deductions. How are these’ things 
measured and what governs their 
values ? Containing as it does the 
germs of an idea, this book should 
be acquired by all who are interested 
in the mathematical treatment of 
economics, but those without a liking 
for the calculus should leave it alone. 


Situacion del Personal en la 
Companie M.Z.A. (1913-33) (The 
Staff Position onthe M.Z.A.). Madrid: 
Sucesores de Rivadeneyra, S.A., Paseo 
de San Vicente, 20. 9} in. xX 6 in. 
113 pp.—The Madrid, Saragossa & 
Alicante Railway Company has just 
published this interesting booklet, with 
the object of placing before the public 
the truth about the conditions under 
which its staff is working. The booklet 
begins by quoting the advantages 
enjoyed by the staff before the war, 
such as pensions, provision _ stores, 
gratuities, sick pay, &c. This is fol- 
lowed by a chronological record of all 
betterments granted to the railwaymen 
by the company and by the authorities 
from 1914 to date. The resulting 
increase in labour costs is clearly shown 
in a series of diagrams. The question 
of the position of the staff is further 
explained by a collection of documents 
in the appendix to the booklet, con- 
sisting of the reports of different Com- 
missions, verbatim reports of debates in 
Congress, &c., which give a very clear 
idea of the trend of politics, and the 
different political parties in regard to 
this question. 


The Hoffmann  Portfolio.—The 
Hoffmann Manufacturing Co. Ltd., 
Chelmsford, has published a_ portfolio 
showing specimen methods of mounting 
ball and roller bearings for service under 
all sorts of conditions and containing 
detailed information relative to their 
installation and maintenance. Clear 
sectional diagrams are a practical feature 
of the publication. The type of binding 
allows .for the insertion of additional 
pages as issued, and these are classified 
according to the variety of bearing 
problems with which they deal. The 
section headings are prominently dis- 
played on each sheet, so that once the 
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reader has learned the system of nota- 
tion, reference to the desired page is 
greatly facilitated. A special section 
lists and illustrates the various types 
of closures available for the protection 
of ball and roller bearings and for retain - 
ing the lubricant. Patterns are shown 
which will successfully exclude dirt and 
moisture under the most severe condi- 
tions. For protecting bearings from 
the effects of corrosive vapours or gas, 
an hydraulic seal closure can be sup- 
plied. The information in the portfolio 
is intended to be supplementary to that 
given in the firm’s general catalogue. 


Renold & Coventry Chains.— 
The Renold & Coventry Chain Co. Ltd. 
sends two catalogues of chains and 
associated equipment for power trans- 
mission and other purposes. ‘‘ Renold 
& Coventry Products for Industrial 
Applications ’’ is a 167-page booklet 
showing driving, conveying and cutting 
chains of a variety of types, together 
with lubricators, chain cases, and tools. 
Chain clutches, flexible chain couplings 
for direct drive, and a new push-pull 
remote-control system making use of 
an adapted form of roller chain housed 
in weldless steel tubing are examples 
of other applications of Renold & 
Coventry products. The second pub- 
lication is a sectional catalogue giving 
full particulars of Renold stock chain 
drives. The range of drives is suitable 
for transmitting from 1 h.p. up to 
100 h.p., and modifications in design 
have now made possible a reduction in 
space occupied of 50 per cent. compared 
with the preceding 1929 series. Four 
pages of selection charts indicate the 
most economical type of roller or 
inverted-tooth drive to install for a 
wide range of powers and speeds. 


Crank Shapers.—We have received 
from the Butler Machine Tool Co. Ltd., 
Halifax, a new catalogue of crank sha- 
pers. The machines are supplied in 
two ranges, the super shapers being 
built in four models with strokes of 
18 in., 26 in., 32 in., and 36 in., and the 
four general purpose shapers having 
strokes of 12 in., 18 in., 24 in., and 28 in. 
A feature of all the super shapers is 
the trunnion mounted link, an innova- 
tion which eliminates reversal shocks 
and allows higher speeds of working to 
be achieved with long strokes. A fur- 
ther refinement of these machines is 
the cam feed and power traverse 
control. The rate of speed can be 
varied while the shaper is running or 
at rest, by rotating an engraved indica- 
tor dial. Power traverse or feed are 
selected at will by a lever conveniently 
placed for the operator. A compre- 
hensive range of attachments and modi- 
fications for the super shapers is listed. 
Although not incorporating the special 
features of high-production machines, 
the general purpose shapers are designed 
for best-quality work. In common with 
the super shapers, they are pressure 
lubricated from a gear pump and can be 
fitted with the standard form of electric 
drive, comprising motor and Texrope 
belting for transmission. 
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THE SCRAP HEAP 


KING'S CROSS CHANGES ITS NAME 
We reproduce below a curiosity in 


excursion announcements which has 
been sent us by Mr. G. A. Sekon. The 
bill is one of a uumber which were 


posted in the windows of an L.N.E.R. 
excursion train from Scarborough to 
King’s Cross, due to leave, as correctly 
shown, at 10.5 a.m. Possibly because 


| EXCURSION 


FROM 


SCARBOROUGH 


( CENTRAL) 
AT 


lO-5 AM 


FOR 


KING'S NORTON 





} 








this was the only train in the station 
at the time, the passengers embarked 
without querying the notices, and it 
remained to our correspondent to point 
the matter out to the guard, who at 
once tore them down. King’s Norton 
is, in fact, a few miles from  Bir- 
mingham, and Mr. Sekon wonders 
what strange aberrations, or, perhaps, 
romantic associations, caused the sign- 
writer thus to announce an excursion 
which has probably never been adver- 
tised before. Whatever the solution, 
the incident throws new light on the 
diligence with which the public reads 
destination boards and similar notices 
designed for its guidance. 

* + * 

Heard recently in an Irish railway 
carriage : 

Who’s that other wee chap that goes 
about for your office? 

Oh! A youngish fair chap? 

No, no! About your own age. A 
big burley sort of fellow. 

* * * 

Two mechanics worked together in 
a railway shop for some years ; then 
one of them got a similar job in 
Canada, where he stayed until reach- 
ing the age for retirement. Shortly 
afterwards he set off for home, and 
soon after his arrival determined to 
revisit the scene of his early labours 
and, if possible, discover what had 
become of his old friend. 

Inquiries showed that the latter was 
still employed at the works, but as a 
gateman instead of in the shops, and a 
long and _ interesting conversation 
followed. 

A foreman, on entering the works 
the next morning, remarked to the 


gateman: ‘‘ Well, Tom, you had a fine 
crack with your old mate yesterday, 
eh? Perhaps I oughtn’t to tell you, 
but he said he thought you was a bit 
eccentric.”’ 

‘‘ Oh,’’ said Tom, ‘‘ thought I was 
a bit essentric, di@ he? Well, better 
be a bit essentric than a d——d return 
crank.”’ 


* * * 
RAIL VERSUS ROAD 
Smith: ‘‘ Had your holidays yet? ’’ 
Jones: ‘‘ Yes, did a tour in the 
Balkans.”’ 
Smith: “‘ Rail or road? ”’ 


Jones: ‘‘ Well, we took the car out, 
but found the roads so awful that we 
sent it back and carried on by train.’’ 

Smith: ‘‘ H’m. Rode on the railway 
and railed at the road, eh, what? ’”’ 

o~ *~ * 

Russia was also a disappointing place. 
Ife describes it as a country where end- 
less millions of unmanageably drifting 
peasants are governed by Jewish 
dreamers, who are trying to turn them 
into something for which they are not 
made. 

We have our enthusiasts for Russia, 
who give us pictures of a Russia which 
is out-Fording Ford, building up such 
industrial centres (called Magnetogorsk, 
for example) and such Infant Welfare 
Centres as never were seen. We have, 
on the other hand, our visitors to 
Russia who report nothing but famine 
and squalor. Mr. Fleming, detached 
and despairing and humorous (like most 
of his generation), gives us neither one 
picture nor the other. He presents 
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merely Russia, the Russia of which 
Nekrasoff wrote: A place full of birch 
trees, pine trees, pools, vast plains, and 
bearded peasants, where everybody 
wonders why he was born and trains 
simply do not fit in. He has pictures 
of a train in this book. He was forbid. 
den by law to take the pictures: the 
customs officers searched his luggage 
for three-quarters of an hour and did 
not find the harmless forbidden things: 
and they were all pictures of a train 








which upset on the _ Trans-Siberian 
Railway.—From Sir John Squire's 
review in ‘The Sunday Times” 


(August 5) of ‘‘ One’s Company. A 
Journey to China”’ by Peter Fleming. 
(Jonathan Cape.) 


* * * 

TRAIN U. COACH 
A novel way of celebrating the 
150th anniversary of the first mail 


coach from London to Bristol, which 
took sixteen hours on its journey in 
August, 1784, occurred to a correspon- 
dent who was anxious to how 
modern conditions of rail transport com- 
pared with the old coaching days. He 
therefore arranged with the Great 
Western Railway for a letter to leave 
Paddington shortly after midnight, and, 
simply by means of the regular express 
services between the two cities, to do 
the return trip to and from Bristol 
three times. Actually the letter took 
twenty-one hours before it finally re. 
turned, for the third time, to Padding- 
ton—only five hours longer than the 
coach took to do the single journey 
once. The letter, of which we illus- 
trate the envelope, was finally posted 
back to its sender after the completion 
of the last journey. 


see 





Send August 2nd, 1934 
per 12,55 a.m, ex Paddington 


7.45 ex Bristol 
} 149.99 ex Paddington 
i 1,42 p.m, ex Bristol 
4,30 ex Paddington 
fe BD ex Bristol 


SIX JOURNEYS IN ONE DAY, 


August 2nd, 1934 
| COMMEMORATING ' 
L the (50th Anniversary of 

‘| ‘THE FIRST MAIL COACH 
London te Bristol 
August 2nd, 1784 





John Palmer of Bath, originator 
} William Pitt, Prime Minister 





— ~ < 






Mr. S, GRAVESON, 
9 Tavistock Square, 


LONDON, W.C.1 








Cover of a letter which made three return trips in one day by G.W.R. 
between London and Bristol 
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THE RAILWAY CAZETTE 


OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


State purchase of Central of Chubut Railway—First 
locomotive in South America on regular duty again— 


Railcars on Italian 


interurban tramways—New South 


African-built locomotive — Bridge reconstruction in New 
Fealand—The needs of transport co-ordination in India 


ARGENTINA 


Government Purchase of Chubut 
Railway 

The Bill providing for the purchase 
of the Central of Chubut Railway by 
the Argentine Government has been 
approved by the Chamber of Deputies. 
The purchase price has been fixed at 
$1,950,000 gold, plus the amount of the 
unpaid rent of the line owing by the 
Government, to which it has_ been 
leased since 1922, and the correspond- 
ing interest, all of which is to be paid 
with Credito Argentino Interno bonds. 
The Bill, as originally approved by the 
Senate, provided that Patriotic Loan 
Bonds should be employed for this 
purpose, and owing to the change 
made, a second reading will now be 
necessary. {A cable from Buenos Aires 
states that the law was promulgated 
on August 23. 

British Centre of Engineering 
and Transport: Annual Dinner 


The Annual Dinner of the above 
Centre was held in the restaurant of 
the B.A.G.S. Railway Plaza Constitu- 
cién Terminus, Buenos Aires, on 
July 24. The chair was occupied by 
Mr. J. Wilson, Traffic Manager, 
B.A.G.S. and B.A. Western Railways, 
and the gathering numbered about 
100 persons. The principal guests of 
the evening were the British Ambas- 
sador, the Rt. Hon. Sir Henry Chilton, 
G.C.M.G., and Mr. Stanley Irving, 
Commercial Counsellor to the British 
Embassy. The after-dinner speakers 
were the British Ambassador, Mr. M. F. 
Ryan (General Manager, B.A. & 
Pacific Railway), and the Chairman. 
The evening concluded with a_pro- 
gramme of vocal and_ instrumental 
music. 


Re-establishment of Rail 
Communication with Chile 


_In accordance with an agreement 
signed at Government House, Buenos 
Aires, on August 1, between Dr. Luis 
P. O'Farrell (r¢ presenting the Argentine 
Transandine Railway), the Chilean 
Ambassador and the Argentine Minister 
of Public Works, communications be- 
tween Argentina and Chile, which were 
interrupted in January last by the 
floods and landslides which destroyed 
the railway over a long stretch, will 
shortly be re-established through the 
medium of a combined rail and motor 
car service. By the terms of the agree- 
ment, the Chilean trains will cross the 


Argentine frontier as far as Punta de 
Vacas, the point from which the line 
was breached, and from there a service 
of motor cars, specially equipped for 
mountain travelling, will convey the 
passengers tc Mendoza, where they will 
transfer to the B.A. & Pacific Railway 
for the journey to Buenos Aires. The 
exact date of putting the service in 
operation depends upon the length of 
time required to clear the track between 
Las Cuevas (the terminus of the Chilean 
line) and Punta de Vacas of the heavy 
snow which has fallen during the 
winter, after which an inspection of the 
route will be necessary to make sure 
that there is no danger of another land- 
slide. Provided the weather is favour- 
able, it is hoped to run a train twice a 
week in each direction. 


PERU 


Strike on the Southern Railways 
On July 21 the employees of the 
Southern Railways of Peru declared a 
strike in an attempt to enforce their 
demands for higher wages, with the 
result that for a week railway traffic 
was paralysed, including the _ inter- 
national service to Bolivia via Lake 
Titicaca. The strike lasted until 
July 28, when the men returned to 
work. 


BRAZIL 


Exhibition of Pioneer Locomotive in 
S. America at Samples Fair, Rio 

An interesting spectacle, and one not 
lacking in humour, was witnessed in 
Rio de Janeiro on Saturday, August 11, 
when the first engine to work a train, 
not only in Brazil but in the whole of 
South America, ran down the city’s 
main thoroughfare, the Avenida Rio 
Branco, under its own steam. This loco- 
motive, known as Bayvoneza, was built by 
William Fairburn, of Manchester, and 
made its début as long ago as April 30, 
1854, when the first stretch of the Estrada 
de Ferro Mauda (between Maua and 
Raiz da Serra, now forming part of 
the Leopoldina Railway) was officially 
inaugurated in the presence of the 
Emperor Dom Pedro II. The engine 
was brought out of its long retirement 
to be exhibited at the National Samples 
Fair opened in Rio on August 12, 1934. 

After running with two first class 
coaches built in 1854, from Engenho de 
Dentro on the Central line, where it 
had been laid up since its active service, 
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to the terminus, Dom Pedro II, in the 
creditable time of 15 minutes for a 
distance of 12 km. (a schedule which, 
incidentally, has not been bettered 80 
year later), Baroneza and its train 
subsequently had to traverse the city 
thoroughfares upon track specially laid 
in front of, and taken up behind it as 
it passed slowly along. 

A ‘‘station’’ was erected at the 
bottom of the Avenida Rio Branco and 
rails laid thence to the Samples Fair 
grounds, a distance of rather less than 
}-mile. On the opening day of the Fair 
the President of the Republic, Senhor 
Getulio Vargas, and his entourage, 
made the _ first journey _ behind 
Baroneza, and, _ subsequently — the 
general public has been enabled to ride 
in these 80-year old coaches hauled by 
a locomotive of the same age to the 
Fair each day, for a small sum. 
Another interesting fact is that the 
first driver of Baroneza is still living in 
retirement at Petropolis, aged 108 


vears ! 


ITALY 


Interurban Tramways on Light 
Railways 

There are about 4,000 km. of inter- 
urban tramway lines in Italy which 
might equally well be classified as 
light railways, both on account of 
their route mileages and their im- 
portance as interurban communica- 
tions. Numbers of them act as feeders 
to the main lines of the State Railways. 
The reason why such important lines 
are Officially classified as tramways and 
not as railways, is that, under old laws, 
a railway had to run on its own pro- 
perty, whereas a tramway could be laid 
on the prblic highway. There has been 
considerable improvement in_ these 
lines and the service in general during 
recent years. Many of the steam tram- 
wavs have now been electrified and in 
a few years time the last steam loco- 
motive will probably disappear in 
favour of the railcar. The latest tram 
way to adopt railcars is the Cremona- 
Casalmaggiore (26? miles), Littorina 
cars being selected after their success- 
ful: trials made by the owning com- 
pany on its other lines; Cremona- 
Ostiano (134 miles), and Cremona- 
Asoa (21 riles). The distance from 
Cremona to -Casalmaggiore is now 
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covered in 80 min.—against 2 hr. 20 
min. with the steam trains—in_ spite 
of there being 17 intermediate stations. 


SOUTH AFRICA 


New Class 20 Locomotive for 
South West Africz 

As foreshadowed on page 343 in THe 
Raitway Gazetre of March 2 last, a 
new 2-10-2 locomotive kas been de- 
signed with the object of increasing 
haulage capacity in South West Africa 
unduly increasing operating 
costs. It has now been decided to con- 
struct this engine in the S.A.R. work- 
shops at Pretoria to the design of the 
Chief Mechanical Engineer, Mr. A. G. 
Watson, M.Inst.C.E., M.I.Mech.E., 
M.I.Loco.E. The locomotives now in 
use in South West Africa have a 
tractive effort of 23,000 lb., which is 
considered to be inadequate in face of 
the desired requirements, and _ hence 
the necessity of a new type. 

The leading dimensions of 
2-10-2 engine are as follow :- 


without 


the new 


Cylinders (2), diam, ... 21 in. 
Piston stroke ... -. 24in 
Wheels, coupled, diam. . i. 
Boiler, heating 
Firebox 
Pubes 


surtaces 
124-S sq. 
1588-6 sq. 


1,713-4 sq 
415 sq. ft. 
2,128-4 sq 
36 sq, ft. 
200 Ib. per sq. in 


Total 

Superheatet 

Combined total 

Grate area 

Boiler pressure 

Weight of engine and 

tender in working order 

Althoueh restricted to use on a 
45-lIb. rail and maximum load of 
11 tons on a coupled axle, the new 
design presents many interesting 
features, viz.: (1) The 2-10-2 wheel 
arrangement enables a higher tractive 
efiort to be obtained for a restricted 
axle load; (2) the allowance for the 
inclusion of the Class 19a locomotive 
boiler, complete with cab and _ its 
accessories, with a boiler pressure of 
200 Ib. per sq. in.; (3) the provision of 
larger cylinders, identical with those of 
Class 19c locomotives, having a steam 
distribution system fulfilled by R.C 
poppet valves and gear. 

The boiler for the new engine will be 
obtained from a Class 19a engine, 
which is being fitted with a standard 
and larger No. 1A boiler. With the 
large boiler and cylinders a tractive 
effort of 33,000 Ib. will be obtained. 


115 tons 19 ewt 
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The general outline and leading dimen- 
sions of the new engine will be seen 
from the diagram and table herewith. 

Special provision has been made in 
the design of the coupling rods and 
axleboxes to ensure flexibility and 
enable sharp curves to be negotiated. 
Compensation will be in two groups, 
i.e., from the leading pony truck to 
the intermediate coupled wheels and 
from the driving wheels to the trailing 
truck. A bar frame is being provided 
in accordance with the S.A.R. standard 
practice. 

The trailing pony truck will be 
similar to that in the 19c engine, but 
the leading one will necessitate a modi- 
fication governed by the new wheel 
arrangement and will be built up from 
standard rolled sections and_ plates. 
The cylinders are identical with those 
of Class 19c locomotives, except that 
the covers will be designed to suit a 
24-in. stroke; and the coupled wheels 
will be taken from the 8th class (8- 
coupled) engines. The major castings 
and many of the engine details will be 
of standard pattern, thus facilitating 
the stocking of spares and form an 
economical measure. Grease lubrica- 
tion for all coupled wheel axleboxes is 
to be used. The steam brake cylinder 
will operate the brake blocks to eight 
of the coupled wheels and the gear is 
of the compefisated type, thus ensuring 
evenness of pressure being exerted by 
all blocks. The tender will be trans- 
ferred from an Sth class or larger loco 
motive. 


NEW ZEALAND 


A Pleasing Embarrassment 


An unusual result of an experiment 
in specially low fares introduced over 
certain lines in New Zealand for the 
recent King’s Birthday week-end, was 
that stations exhausted their 
stocks of printed tickets and had to 
resort to written ones. One station 
stocked with 100 tickets required 320 
to meet the unexpected demand, an 
other with 50 tickets available had to 
make emergency provision for another 
200. These were country stations, and 
the explanation given for the unex- 
pected demand was that the cheapness 
of the rajlway excursion fares had 
prompted many country car owners to 
leave their cars at home and travel 
by train. In this Dominion there is 


some 
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New Class 20 


727.18¢.09 


2-10-2 locomotive constructed at Pretoria, 


TOTAL WEIGHT 9F ENGINE & TENDER = 1/57 19.09. 
South African Railways, 


for South West Africa, where the weight of rail is only 45 lb. per yard 


August 31, 1934 


an average of one motor-car for every 
seven of population. ‘ Back to th 
rail’’ in these circumstances ¢; an thus 
quickly become a pleasant embarrass. 
ment. 


Bridge Reconstruction Programme 


The work of erecting a new railway 
bridge over the Ashburton River is the 
first step in a reconstruction programme 
that will replace many of the preseitt 
bridges in Canterbury (South Island 1 
during the next few years. The present 
bridge is of ironbark timber and steel, 
with 69-ft. spans on timber pile piers, 
The proposed structure will be built 
25 ft. downstream from the existing 
bridge. On the south-west bank of the 
river, 680 ft. of the present bridge 
length is to be banked, with the excep- 
tion of a 30 ft. flood outlet. The ney 
bridge will have 32 spans each of 33 ft., 
with the girders on concrete pile piers. 


INDIA 
State Railway Finance 

The approximate gross earnings tor 
all State-owned railways’ from April 1 
to July 14 amount to Rs. 26-17 crores, 
or Rs. 120 lakhs more than the actuals 
for the same period last year. The 
approximate ordinary workihg expenses 
(excluding appropriations to and from 
the depreciation fund) for the two 
months April and May amount to 
Rs. 795 lakhs, showing no variation 
from the figures for the corresponding 
period in 1932-38 

Transport Problems in India 

An interesting paper on the transport 
problems of India with special reference 
to the rival claims of rail and road 
transport, was recently read at the 
Bengal branch of the Institution of 
Engineers (India) by Mr. Austin. 
Chief Engineer, Bengal-Nagpur Rail- 
wav. After dealing with various 
aspects of the question obtaining in 
Great Britain and India, Mr. Austin 
stated that while British opinion sup 
ported the view that railways must 
not stand in the way of the develop- 
ment of motor transport, India was too 
poor to permit its railway property t 
be damaged by extensive competition. 
Various methods of restricting road 
competition were then discussed, in- 
cluding the restriction of bus and lorty 
services to definite areas and routes to 
prevent their coming into competition 
with the railways. The reduction ol 
railway fares and the introduction 0 
more frequent and accelerated train 
services had, he said, been tried with 
varying results. The question of opera- 
ting bus services by the railwé Lys had 
to be considered from the point of 
view that the expenditure of public 
money should be undertaken only after 
financial justification. At present, the 
railways could not start road _ services 
without some form of monopoly. What 
was required was legislation which 
would control the spheres of activity 
of the different forms of transport 
the best interests of the country. 
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ANTI-FRICTION BEARINGS FOR LOCOMOTIVES* 


Application of S.K.F. roller bearings to 
connecting and side rods in America 


N February last the Delaware & Hudson Railroad placed 
in service a 4-6-2 type express locomotive; in which 
the big ends of the connecting rods and the main 

sections of the side rods were equipped with S.K.F. roller 
bearings, the axleboxes of the main pair of driving wheels 
being also fitted with the same type of bearing. This 
locomotive, it is understood, is the first used in regular 
service to be equipped by any railway in America with 
anti-friction bearings on the rods. The engine is employed 
in high-speed passenger service hauling express trains 
between Albany and Montreal. It had by June 1, 1934, 
completed a mileage of 25,000, of which 9,052 miles were 
covered during the month of May. It was originally built 
in 1914, and an opportunity for applying the anti-friction 
bearings was afforded when the engine was rebuilt in 
the railway company’s shops last winter. It has cylinders 
94 in. dia. X 28 in. stroke and coupled wheels 6 ft. 1 in. dia. 
The boiler carries a steam pressure of 225 lb., and the 
total weight of the engine is 131 tons 5 cwt., of which 
86 tons are on the coupled wheels. 

The same size of bearing was used for both the big 
end of the connecting rod and the main section of the 
side rods. In the former case the bearing has a tapered 
bore and sleeve to secure the inner race to the crank pin, 
whilst that for the side rods has a straight bore with press 
fit mounting. This arrangement lends itself to the pro- 
portioning of the pin for strength in bending and in a 
large degree at least to convenience in mounting and dis- 
mounting the rods. The dimensions of the bearings are 
as follows : — 


Diameter outside a oa ae ne .. 16-5354 in 
Width .. - as re e is .. 5+*4330 in 
Bore for side rod bearing on si ns .. 8-6614 in 
Bore for tapered sleeve for main rod bearing 7°8740 in 


This gives approximate crank pin diameters of 8/4 in. 
and 77 in. at the side rod and connecting rod locations 
respectively. The maximum piston thrust is approxi- 
mately 102,000 Ib. The dimension between cylinder 
centres is 8 ft. 7 in. and between frame centres 3 ft. 5 in. 


Details of Bearings 

The bearings are of the S.K.F. spherical self-aligning 
type with two rows of rollers, a spherical outer race and 
positive guiding on the inner race. All parts of the bear- 
Ing except the two retainers are of carbon chromium steel 
hardened throughout, ground and polished. The retainers 
are made of bronze and serve to space the rollers properly. 
Their weight is carried on the raised central section of 
the inner race, this being essential in any bearing opera- 
ting on a crank pin, as otherwise the effect of centrifugal 
force would be to wedge the rollers in the retainer pockets, 
thereby producing lubrication difficulties and high stresses 
7 the retainers. The bearing is a self-contained non- 
adjustable unit, operating as ‘a thrust and radial load 
camer, and within the limits of clearance between the sides 
of the rod ends it affords flexibility and alignment for the 
Ande to the main driving axle for any position 
flexibility — may take in relation to the frame. Such 
y goes far to eliminate many of the troubles ex- 


. Abstract of 
S.K.F, Industries, In. 
“ontemporary The Ra 


irticle by B. W. Taylor, Railway Engineer, 
! Philadelphia, Pa., which appeared in our 
lway Mechanical Engineer of August, 1934 


perienced with several types of rod bearings now in use. 
Stability for the rods at the other ends is obtained from 
the friction bearings on the crosshead pin and from the 
crank pin on the foremost pair of coupled wheels. 

In mounting the bearings on the pins the basic principle 
was to remove practically all radial looseness from the 
assembly. This was done by expanding the inner races in 
mounting and making the outer races tight fits in the 
rod ends. Before mounting, the radial looseness in the 
bearings was 0:0085 to 0:0045 in. The inside bearing was 
heated in oil and shrunk on to the pin and the outer 
one secured by driving up the tapered sleeve which has a 
taper of 1 in 12 to secure rigidly the inner race to the pin, 








Roller bearing connecting and side rods 


at the same time measuring the expansion of the inner 
race with feeler gauges inserted between the _ rollers 
and the outer race. A threaded extension on the tapered 
sleeve is provided to take a wing nut, by means of which 
the sleeve can be withdrawn when the connecting rod has 
to be dismounted. The outer race in this rod was mounted 
with a press fit approximately 0-0015 in. tight, but the 
fit in the side rod end was lighter, since this rod must be 
mounted with the bearing on the pin. The tapered sleeve 
is locked by axial pressure from the return crank exerted 
against the steel plate, which also serves to close the open- 
ing in the return crank, and a shim. The return crank 
itself and its location are entirely in accordance with 
common practice. The crank pin and the rods are of 
nickel alloy steel, heat-treated, a considerable saving in 
the weight of these parts having been effected by careful 










































































designing of the rod sections. The pin is hollow bored 
and ground on the outside diameter for the bearing fits. 






Some Further Considerations 

It is of particular interest to note the difference in weight 
on the main driving axle at the rail with friction bearings 
and with anti-friction bearings. Scale weights are not 
available, but calculations indicate that there is an increase 
of slightly over 1 ton with anti-friction bearings, of which 
84 cwt. is chargeable to the rod bearing application and 
12 cwt. to the driving boxes and bearings. 

In selecting bearings for the main pin it was necessary 
to consider bearing capacity in relation to the space avail- 
able for the bearings. The required bearing capacity for 
an adequate life is obtained from calculations based on 
piston thrust and the inertia effect of the reciprocating 
parts. The space available for the bearings is either 
influenced or directly fixed by other parts, e.g., the driving 
wheel diameter, size of pin, weight for counterbalancing, 
and distance between frame centres and between cylinder 
centres. The effect of wheel diameter is not great, and 
with modern locomotives having large sized wheels it is 
not difficult to get the necessary clearance above the top 
of the rail. In general this can be obtained with a 
minimum driving wheel diameter, with new tyres, of 
5 ft. 6 in. With the alloy steels now available crank pin 
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diameters can be reduced sufficiently to accommodate the 
design without jeopardising the strength of the pin. This 
also applies to the rods used and particularly to the 
sections of the rod ends. The distance between cylinder 
centres is of primary importance, as it definitely and 
finally fixes the length of the pin to the centre line of the 
connecting rod; hence the width of the bearings and the 
space available for grease. The dimension usually varies 
between 7 ft. 5 in. and 7 ft. 9 in. for different locomotives 
and, as already stated, in this case it is 7 ft. 7 in. 
Method of Lubrication 

The lubricant used is introduced into the bearings by a 
gun of 13 oz. capacity. There are, as shown in the small 
drawing, two points for the application of grease to each 
rod end, these being so arranged as to supply the grease 
independently to each side of each bearing. | This is done 
to afford the lubricant as much opportunity as possible to 
reach the bearing and lubricate the inner race guide flanges 
in contact with the roller ends, as well as the cage contact 
or what is known as the “‘ inner race gland,”’ represented 
by the raised central section of the inner race. The grease 
capacity of each rod end is approximately 52 oz. 

A great deal of attention was given to the service re- 
quirements for lubrication, this being a very important 
factor in operating the locomotive. Tests have shown that 
distances of 500 miles can be covered in through service 
without the addition of any grease, but the present practice 
is to add half a charge to each of the connecting rods 
and a full charge to each of the side rods for a trip of 
240 miles. An inspection hole is provided on the front 
cover of the connecting rod but none on the side rod. It 
is found that more loss of grease takes place at the seal 
nearest the wheel hub than at other points; hence the 
greater quantity added to the side rod bearings. The 
grease lost is thrown out from the rod ends as a result of 
centrifugal force, the small space available and _ the 
pressure produced by the rolling elements in the bearings. 
Further experiments are being made to determine the 
minimum of grease required, the maximum safe mileage 
between greasings, and to improve all seals by the use of 
more effective packing. The labyrinth clearances, It 
stated, must be } in. approximately on the radius in order 
to allow the rods to align themselves relatively to each 
other and to the pin. Tests are contemplated with a 
heavier type of grease which, although heavier than those 
used at the present, would still be much lighter than the 
ordinary rod grease for friction bearings. 

Examination of the locomotive after running 25,000 
miles showed that practically no wear had taken place, 
and it is estimated that approximately 150,600 miles 
can be worked without shop or shed attention to the 


roller bearings. The rod-bearing temperatures al 
atmospheric plus 30° to 40° F. The locomotive has 


operated satisfactorily at temperatures varying from 
40° F. below zero and in high summer temperatures, the 
lubrication having proved satisfactory, using the same 
grade of grease throughout. Further tests and observa- 
tions are to be carried out to determine all the advantages 
and economies which may properly be charged to tm 
application and to improve and extend its use as far as 
seems desirable. 
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ROAD TRANSPORT SECTION 


This section appears at four-weekly intervals 


A Link in Uganda 


N a recent bulletin of the General Manager of the Kenya 
| and Uganda Railways and Harbours appears a brief 
summary of the motor service in Uganda which, 
operating over the 75 miles of road connecting Lake Kioga 
with Lake Albert, forms a valuable link in the through 
routes from Mombasa to Khartoum and Cairo and Mom- 
basa to the Belgian Congo. The history of the venture 
goes back to the time when Masindi Port for the steamer 
services on Lake Kioga was opened in 1909, and it was 
decided to make a road suitable for motor traffic, to 
replace the native track, to Butiaba on Lake Albert. As 
soon as that road was made the Uganda Government put 
one van on to transport the material for the Lake Albert 
Marine. Later, the Belgian Government had three vans 
running on the road transporting material for them, and 
the Uganda Government eventually put on five vehicles 
and did all the transport offering on the route. In 1923 
the Uganda Government approached the railway with the 
suggestion that the services should be taken over and they 
have been so operated since January 1, 1924. At that 
time the equipment was five two-ton lorries, but it soon 
became necessary to augment them and in three years 
the fleet had grown to 23, including two for first class 
passengers. From 1927, as renewals became necessary, 
vehicles of larger load capacity were substituted and 
to-day the average load per machine is stated to be 
approximately 41 tons. At the end of last year the fleet 
consisted of 7 3-ton Albion lorries, 8 4-ton Albion 
lorries with trailers, 2 6-ton six-wheeled Albion lorries, 
2 30-cwt. Albion passenger vehicles (7-seater and 14-seater 
respectively), a car for staff use and two 5-ton specia! 
type trailers. All lorries are manned by the African staff 
and a large proportion of the maintenance work is carried 


out by African mechanics and labourers. Each vehicle 
is fitted with a recorder and the officer in charge is thereby 
able to maintain a close supervision over the work per- 
formed. At Masindi there are well-equipped stores, work- 
shop and garage, and practically all classes of repair work 
can be carried out, as well as the building of bodies. 
The mileage run last year was 335,601 and the traffic for 
the twelve months comprised 1,470 first class passengers, 
7,411 third class passengers and 14,426 tons of goods. 

In August of last year a feeder service between Masindi 
and Hoima, a distance of 36 miles, through a thickly 
populated district, was started and has proved of great 
benefit to the European planters and the native com- 
munity. In fact, it is stated that the introduction of a 
reliable transport service appears to be an encouragement 
to natives to take up and cultivate more ground. 


Acts and Regulations 


LTHOUGH it was hoped that the Road Traffic Act, 
1930, would codify and simplify the legislation affect- 
ing motor vehicles in this country, the position is 

rapidly getting much worse than it was before, especially 
under the new system by which parts of the Acts are 
brought into effect on different dates. Parts of the Road 
Traffic Act, 1934, were brought into operation on 
August 18, including those sections relating to zones of 
silence and pedestrian crossings, and several provisions in 
the form of minor amendments to the Road Traffic Act, 
1930. The Minister of Transport has also at last issued 
the Goods Vehicles (keeping of records) regulations, made 
under the Road and Rail Traffic Act, 1933, which are to 
come into force on October 1. The regulations do not 
differ materially from the draft issued some weeks back 





Two views of the latest Q type A.E.C. double-decker to be placed in service by the London Passenger Transport Board, 


which show 1 


location of the engine on the off side, the central entrance on the near side and the design of the two ends 




























































































































and which were criticised mainly on the score of the irk- 
someness of the requirements and the difficulty of keeping 
a true record of the weight of the loads carried. The need 
for the regulations, however, was once more emphasised 
by the warning given by the Licensing Authority for the 
Metropolitan Area the other day. In announcing a deci- 
sion Mr. Gleeson Robinson said it had beén brought to 
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his notice that a number of vehicles were noi in the satis. 
factory condition required by the Act, and the hours of 
labour worked by some of the employees were in excess 
of what would be tolerated in future. 
essential that the conditions attached to licences should be 


It was absolutely 


observed. Investigation would be made into these matters 
and if the complaints were justified action would be taken 








Cash-on-Delivery Systems 


In view of the recent extension by the railway companies of 


the cash-on-delivery system to goods carried throughout by road, the 


following notes on the development of the scheme are of interest 


RIOR to 1914 the Great Western Railway introduced 
an experimental arrangement whereby — persons 
desiring to purchase farm and dairy produce direct 

from producers could remit the value of the goods to the 
company, together with a fee of 3d. a consignment, the 
company paying the producer for the goods at the time 
of despatch. The response, however, proved to be unsatis- 
factory and the scheme was allowed to lapse. Since that 
date there have been important developments in connec- 
tion with the introduction of cash-on-delivery facilities. 
In March, 1926, the Post Office introduced a scheme 
whereby parcels up to 11 Ib. in weight and not exceeding 
£40 in value can be handed in at a Post Office and upon 
completion of a ‘‘ trade charge ’’ form, payment of the 
appropriate postage and a special C.O.D. fee ranging 
from 4d. to 2s. a package according to its value, the 
Post Office conveys the package to destination, arranges 
for collection of its value and delivery of the package to 
consignee, afterwards crediting the sender with the value. 
Actually, if the value does not exceed £10, the package 
is ordinarily delivered by the postman at the place of 
address upon payment of the value, while should it 
exceed £10, the consignee is advised of the arrival of the 
package and requested to pay the value at a_ specified 
Post Office. This scheme has proved very successful, 
the number of packages now dealt with being well over 
two million annually. 

With the view of increasing the utility of the system, 
arrangements were made in July, 1930, between the 
Postmaster General and the railway companies for extend 
ing the service to consignments conveyed by railway, 
irrespective of weight. Under this scheme, the sender, 
after despatching the traffic by goods or passenger train 
in the normal course, forwards to the consignee, as a 
C.O.D. letter, a document entitling him to take delivery 
of the consignment. This letter is conveyed by the Post 
Office and delivered by it upon payment of the C.O.D. 
charge, representing the amount due to the sender. The 
consignee has then to surrender the document to the 
railway company, after which the goods are delivered 
and the sender credited by the Post Office. It was 
anticipated that this service would appeal particularly to 
the senders of agricultural and other perishable traffic, but 
unfortunately this anticipation was not realised, as the 
total number of packages despatched under the scheme 
probably does not reach 100,000 per annum. The 
disinclination of traders to use the service to any material 
extent appears to be due to the fact that it possesses two 
disadvantages as compared with the purely postal scheme, 
i.e., the charges are slightly higher, due to the Post Office 
and railway companies each having to be recouped for ser- 
vices rendered, while the other and possibly more important 
factor is that the goods are not handed over immediately 





upon payment of their value, but only after the consignee 
has obtained the necessary document from the postal 
authorities and handed it to the railway company. 

To widen the demand for this service it was necessary 
to remove these disadvantages and the railway companies 
accordingly decided to introduce as from July 1, 1934, 
experimentally for one year, an entirely railway arrange- 
ment for the collection on delivery of the value (not 
exceeding £40) of consignments handed them for convey- 
ance by passenger or goods train, subject to the payment 
of a small commission fee varying according to the value 
of the traffic. Under this scheme a special form of 
approved address label, coloured yellow with an inverted 
triangle and heading printed in red, has to be affixed 
securely by the sender to each package, except in the 
case of truck loads of traffic. The sender completes, in 
addition to the usual consignment note, a C.O.D. Value 
Contract declaring the value to be collected. The goods 
are then conveyed by railway in accordance with the 
instructions of sender, tendered to the consignee in the 
ordinary way, but only delivered upon payment of the 
C.O.D. charge. When this sum is collected, the sending 
station is advised and the sum paid to the sender. This 
scheme, which does not in any way vary the existing 
requirements as to prepayment of carriage charges on 
passenger train traffic, has not been in force sufficiently 
long to enable any conclusion to be reached as to Its 
probable appeal to the public. Experience has already 
indicated the desirability of extending it to cover consign- 
ments conveyed throughout by railway road_ transport, 
including town cartage, and the facility has now been 
extended accordingly. It is hoped that by this means 
increased quantities of farm and dairy produce will be 
forwarded by the railway companies’ services and the 
progress of the experiment will be watched with interest. 


4 
—————— 








Tue Story oF THE Mersty TuNnNeL.—The history o 
Queensway, the road tunnel between Liverpool and Bir- 
kenhead, opened by H.M. the King on July 18 this year, 
has been set on record in great detail in a handsome illus- 
trated book published by George Birchall & Sons Ltd, 
17, James Street, Liverpool, 2, on behalf of the Mersey 
Tunnel Joint Committee. To lengthy descriptions of the 
construction and ventilation of the tunnel arc added sec- 
tions dealing with the genesis and development of the 
scheme, the process of acquiring the land and general 
equipment and architectural features. ‘‘ The Story of the 
Mersey Tunnel ”’ is a worthy memorial of this great work 
and those connected with it, and will gain in value with 
the passage of time. The price is five shill: igs and the 
book is obtainable at any booksellers, or dir ct from the 
publishers at 5s. 6d, post free. 
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Containers 


Some details of a large number of wooden-lined steel containers built by the 
Metropolitan-Cammell Carriage, Wagon & Finance Co, Lid. to the order of 
the L.M.S.R. and embodying a number of original and patented features 


HE Metropolitan-Cammell Carriage, Wagon & Finance _ struts have been incorporated between the slinging points 
Co. Ltd. has recently delivered to the London on the roof of both types, those on the small containers 
Midland & Scottish Railway Company 200 _ being inside, while those on the large containers are on the 

containers which embody several novel and _ interesting 
features which are covered by patents. One hundred of 
these are of the 23 ton A type, while the remainder are of 





A view of the interior of one of the B type 
containers 


outside. The function of these struts is to relieve the 
container body of the crushing strain imposed when lift- 
ing a loaded container, and by their use it is possible to 
take advantage of lighter material for the body than other- 
wise would be possible. 

The design of the doors forms another outstanding 
feature. They are arranged in the usual way with two 





The A type container to carry 2} tons, which 


has horizontal flutings at sides and end 


the 4 ton B type, and both types are shown by the accom- upper folding doors and a falling flap door at the bottom. 
panying illustrations. Inclined edges on the doors engage with corresponding 
- The reduction of weight, together with the provision of — inclines on the doorway pillars and head rail, and the 
ample strength and rigidity, have been given careful con provision of a special cam locking arrangement pulls the 


sideration. In this connection it will be noted that tubular doors up tight and also pulls the container doorway square 





The designs of B type containers for 4 tons, with, in one case, pressed steel diagonal stiffeners. and, 
in the other, vertical flutings 
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in the event of their being distorted through standing on 
an uneven The doors when locked, make the 
whole of the door end perfectly rigid and take all strains 
off the doorway corners which in the past have been a 
weak point of many containers, but in addition to the 
support given by the locked door, the design of doorway 
head and floor rails permit of a very substantial joint 
with the corner pillars. The inclined edges to the doors 
also make a perfectly watertight joint, which is essential 
if perishable goods are to be safely carried in the 
containers. In addition the doors fold right back against 
the body side. 

The A type container has fluted sides and ends and a 


surface. 
















pyramid shape of roof, which is also fluted to afford 
foothold for workmen when attaching the slings to the 
crane hooks. The B type container has fluted ends, while 
fifty of these have fluted sides, the remaining 50 haying 
pressed steel diagonal stiffeners. . 

Floors are of red deal and the insides are lined with 
plywood, the interior of the roofs being sprayed with 
granulated cork to eliminate condensation. — Ventilation 
is provided up through the space between the inside lining 
and the steel sheeting of the sides and ends. — Electric 
welding has been used for the attachment of various parts, 
such as hinges, door fastenings and lifting brackets, and 
for part of the construction. 








Suburban Road Traffic at Copenhagen 


HE Danish State Railways Administration, which 
owns nearly 200 buses, running over a road mileage 
of 1,400, has developed a new type of “‘ road train,”’ 

as shown in the accompanying illustration, for use on a 
new road radiating from Copenhagen to sea-side resorts 
along the shore. Up to now, five sets of these buses and 
trailers are in daily use. 

The bus is a single decker with 30 seats and standing 
capacity in the back end for 10. It is powered with an 
80 h.p. six cylinder Biissing—N.A.G. engine which runs 
at 2,500 r.p.m. and the transmission includes a four speed 
gearbox. The bodies have been constructed by the Danish 
firm, Darr, of Silkeborg. 





terminals, a special detachable coupling has been arranged 
and this is moved from one end of the trailer to the other, 
so that only the bus itself has to be turned. 

All the wheels on the trailer are steered, and the steering 
mechanism of the two axles are interconnected, so that 
front and back wheels follow each other. The system, 
however, permits the wheels of the first axle to move up 
to 10 degrees before the steering of the second axle takes 
effect. Due to these arrangements the trailer follows 


exactly in the same track as the bus, the wheels of the 
trailer just covering the marks of those of the bus, even 
when turning a corner. 
trailer. 


There is a special brake on the 
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This picture brings out the attractive appearance of the road trains put into service by the Danish State Railways 
between Copenhagen and certain coastal and holiday resorts 


The interior is quite attractive, with polished mahogany 
lining and covering in a pleasant grey-brown colour. The 
seats are comfortable and spacious, and special attention 
has been paid to lighting and ventilation. The vehicles 
are painted in the standard colours of the Danish State 
Railways for buses, a deep red with cream linings and 
letters in gold. In its general design and finish the four- 
wheeled trailer is similar to the bus. It has 26 seats and 
the seating capacity of the whole set is 56, with standing 
room for 10 more, thus bringing the total capacity up 
to 66. 

In view of possible difficulties in turning the whole set at 


Incidentally, it may be noted that a number of road 
trains on somewhat similar lines have been built in recent 
months by the Alfa-Romeo firm of Italy. In that case 
the motor vehicle is a six-wheeler while the trailer 1s @ 
four-wheeler, longer than the motor coach. Both have 
central entrances for the passengers, and luggage may be 
carried on the roofs of both vehicles. The architecture 
of the Italian built vehicles is strongly reminiscent o! 
railway practice, but up to the present we have not 
received any details regarding the size of the engine 
particulars as to the method of transmitting the power o 
coupling the two vehicles. 
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(Othe 
Wwhil New Leyland Double-Deckers 
laVing 
| with Details of some passenger vehicles recently built by Leyland Motors Ltd., and incorpor- 
with ating a number of novel features in the all-metal construction and seating accommodation 
lation . 
lining N the accompanying illustrations 
ectri is seen the first of a new type 
Parts of double-decked bodywork, 
and produced by Leyland Motors 
Limited, for mounting on the Gear- 
= less Titan chassis. They have been 
placed in service at Middlesbrough 
where the Corporation is using them 
in replacement of the trams. There 
are fifteen of them, nine with petrol 
engines and the others with oil 
inged engines. The only differences be- 
ither, tween the two are that the oil 
engined buses seat 51, one less than 
ering the others, and at 6 tons 7 cwt. the 
that unladen weight of the oil engined 
stem, 
e up Right: The upper saloon, 
takes looking aft. showing the side 
lows gangway 
bu portion of the framework to be 
. the removed, if necessary, to simplify 
repairs. The outer panelling is of 
aluminium secured by hardened 
steel screws into fibre blocks so that 
replacement is an easy matter, while 
care has been taken to protect the 
steel members from rust or corro- 
sion. 
The cross-members are made up 
of special flanged sections, spot- 
: welded together to constitute rigid 
box-form members, and they are 
covered with tongued and grooved 
boards. The side pillars are also 
a built of two steel sections spot- 
av 
Left: The lower deck, looking 
forward. Note underside upper 
deck gangway over off-side seats 
vehicles are 3 cwt. heavier than 
the petrol-driven one. 
_ For the bodies the Leyland metal- 
lramed construction is used and the 
maximum laden height is 13 ft. 
| 3) in. In th upper saloon the 
gangway is at the offside, on the 
well-known Leyland Titan stepped 
Principle, which, while it allows 
ow ample headroot in the saloons, 
ent saves 10 in. in overall height. The 
oe lramework is | up of rolled sec- 
a ions of high-tensile steel, shaped 
be and spot-weld. ‘together to obtain 
os — streneth with minimum 
of Weight. There is provision for each 
i0t 
or Right : One of the new Leyland 
uf double-decked \..!!-metal buses for 
Mid sbrough , 
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welded into box form with fibre inserts to provide the 
fixing for the side panels. Steel gussets are spot-welded 
to the pillars to obtain rigid fixing to the ends of the cross- 
members. Angle-section sole bars are fitted the full length 
of the body except across the wheel arches and these are 
connected by special pressings secured on the inside by 
bolts passing through the gusset plates, cross-members 
and floor boards. The longitudinal rails are built of 
channel section steel. The upper saloon framework is built 
up in a similar way and secured to the lower deck by 
gusset brackets spot-welded to the pillars. 

The seats are of the tubular type upholstered in hand 
buffed hide, the fillings for the cushions being of Dunlop 
Latex, that of the squabs being of rubberised hair. The 
arrangement of the seats, which are very light and com- 
fortable, can be gathered from our illustrations. There are 
27 seats in the upper saloon and 25 on the lower deck on 
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the petrol-engined buses, the others having, as we have 
already mentioned, one less. Stainless stecl window guard. 
rails are fitted, the mouldings, cappers and finishers being 
of mahogany. The interior panels below the windows = 
covered in leather cloth, the metal fittings all haye 
chromium-plated finish. There are four drop windows jy 
the lower saloon, two on each side, and six upstairs, three 
on each side. Louvre ventilators are fitted to transom 
girders in the lower saloon, with covers arranged ty 
prevent water from high pressure washers entering the 
vehicle. 

In addition to the destination indicator in the front 
canopy there is a route indicator over the entrance and 4 
further route indicator is at the back. Triple bumper bars 
are fitted at the back off-side corner to protect the panel- 
ling, while a pair of traffic indicators are installed at the 
front of the bus. 








Road Transport News and Comments 


ATTACKING THE NoIs—E ProBLEM.—Simultaneously with 
the issue of regulations prohibiting the sounding of horns 
between 11.30 p.m. and 7 a.m. within a radius of five 
miles of Charing Cross, the Minister of Transport 
announced the appointment of a committee, under the 
Chairmanship of Sir Henry Fowler, K.B.E., “‘ to con- 
sider and report upon the principal causes of noise in the 
operation of mechanically-propelled vehicles and the steps 
which can efficiently be taken to limit the noise so arising.”’ 
Sir Henry Fowler, formerly Chief Mechanical Engineer, 
L..M.S.R., and past-President of the Institution of Mechanical 
Engineers, the Institution of Automobile Engineers and of 
other professional bodies, is chairman of a committee 
appointed by the British Association for the advancement 
of science who have already carried out certain inVestiga- 
tions. The Minister’s object is to secure that the fullest 
use should be made of these investigations. The other 
members of the committee appointed by the Minister 
are:—Mr. Leslie Walton, Deputy President of the Society 
of Motor Manufacturers and Traders; Mr. HR. Watling, 
Director of the British Cycle and Motor Cycle Manufac- 
turers’ and Traders’ Union; Mr. H. J. Gough, M.B.E., 
D.Sc., Ph.D., F.R.S.; Mr. C. W. C. Kaye, O.B.E., D.Sc., 
both of the National Physical Laboratory; and Mr. E. 5S. 
Perrin, B.Sc., A.M.Inst.C.E., M.U.A.E., A.M.I.E.E., of 
the Ministry of Transport. Mr. A. E. N. Taylor, B.Sc., 


A.M.Inst.C_E., Ministry of Transport, Whitehall Gardens, 
S.W.1, is the Secretary. 

LEYLAND REPRESENTATION OVERSEAS.—It is now 
announced that Mr. A. Binns, appointed by Leyland 
Motors Limited, to control its Persian business, is now 
established in Teheran and that the address of the branch 
is Leyland Motors Limited, Avenue Allaedowleh, Teheran, 
Persia. The telephone number is Teheran 1951. — The 
agency for all types of Leyland vehicles in Rhodesia has 
been taken over by Messrs. Puzey & Payne, of Salisbury 
and Buluwayo. Mr. Henwood, a director of the company, 
recently transmitted a number of orders obtained during 
a tour of the country to head office of Leyland’s South 
African organisation in Johannesburg. 


KARRIER Motors Successors Limitep.—Following on 
the announcement that the Receiver of Karrier Motors 
Limited had sold certain, of the assets and good-will of 
the business to Rootes Securities Limited, has been the 
formation of a new company named Karrier Motors 
Successors Limited. Mr. W. E. Rootes, the Chairman ot 
Rootes Securities Limited, has announced that the progres- 
sive policy which has been developed in the Humber, 
Hillman and Commer companies, under the same control, 
both at home and overseas, will obtain in the Karrie 
organisation. The directors of the new company are 
Lieut.-Col, J. A. Cole, O.B.E., J.P., Messrs. W. E. 
Rootes, R. C. Rootes, T. B. Keep and R. F. Clayton. 


A Tractor for Forestry 


Work 


In our picture is seen a Latil tractor 
at work on forest land, assisting, by 
means of its winch, in the loading o 
the large butt on to the timber drag 
preparatory to hauling it to iis destina- 
tion. The tractor can also haul the 
butt “along the ground to the drag. 
It may be recalled that the wheels of 
the Latil K.T.L. tractor can be fitted 
with spuds which, when the tractor 
returns to the road. ure folded back off 
the tread of th neumatic tyre 















1934 


C havi 
guard- 
5 being 
WS art 

have 
OWS In 
» three 
ranson 
ged to 
ng the 


front 
and a 
er bars 
panel- 
at th 


ardens, 


now 
eyland 
is now 
branch 
+heran, 

The 
sia has 
lisbury 
npany, 
during 
- South 


ing on 
Motors 
-will of 
en the 
Motors 
man ol 
rogres- 
umber, 
ontrol, 
Karriet 
y are 
W. E 
jayton. 


stry 


tractor 
ing, by 
ding of 
r drug 
lestina- 
aul the 
» drag. 
peels of 
e fitted 
tractor 
ack off 


tyre 





August 31. 1934 


RAILWAY 


PERSONAL 


Mr. Charles  Bassage, M.Inst.T., 
Principal Assistant to the Chief Goods 
Manager, G.W.R., will retire shortly, 
ter fifty years’ service. He was born 
in August, 1870, and entered the Great 
Western service at Wolverhampton 
Goods in 1884. After general experi- 
ence he became Outdoor Superinten- 
dent and, subsequently, Cartage Super- 
intendent at Hockley (Birmingham), 
Early in 1914 he acted as Goods Agent 
at Wolverhampton, and shortly after 





Mr. C. Bassage. M.Inst.T. 


Principal Assistant to the Chief Goods Manager, 
G.W.R., 1931 34 


wards was transferred to Paddington as 
Assistant Goods Agent. Four years 
later he returned to Birmingham as 
Goods Superintendent and in 1920 was 
promoted to Assistant District Goods 
Manager, Birmingham. In 1921 he 
went to Bristol, taking charge of the 
many Goods depots in that city with a 
view to re-organising completely the 
work at Temple Meads depot : as a 
result, the whole scheme for the recon 
struction of the depot was outlined. 
In 1923 Mr. Ba became District 
Goods Manager at Bristol, and in the 
following year was appointed General 
Assistant to the (] 


. ef Goods Manager, 
coming Princij 


Assistant in 1931, 


the post which | now vacates. Mr. 
Bassage, who has been a member of the 
100ds Conferen: r over ten years, 
has been associated with the L.M.S. 
and G.W. Closer \W rking and Pooling 
Committee and with the G.W. and 
Southern Joint Wor ‘ing Investigation 


Committee 

a He also represented 
— Departi nt on the Sectional 
Uway Council lr. Bassage is a 
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Freeman of the City of London and a 
Member of the Institute of Transport. 


Mr. Llewellyn W. Makin, who, as 
foreshadowed in THE RAILWAY GAZETTE 
of April 20, retired at the end of June 
from the position of Stores Superinten- 
dent of the Buenos Ayres & Pacific 
Railway, had occupied that position for 
over 12 years, previously having been 
Assistant Chief Store-keeper for 11 
years, and for 10 years Divisional Store- 
keeper at Bahia Blanca. Mr. Makin’s 





Mr. L. 


Stores Superintendent, Buenos Ayres & Pacific 
Nailway, 1922 34 


W. Makin 


service in the Stores Departments of 
different South American railways 
totalled 45 years. 


Mr. Thomas Pride, who, as an 
nounced in THE RatLway GazetTrTe of 
April 20 last, has been appointed to 
succeed Mr. L. W. Makin as Stores 
Superintendent of the Buenos Ayres 
& Pacific Railway, as from July 1, 
entered the Chief Engineer's Depart- 
ment of the late BuenosAyres & Rosario 
Railway (since amalgamated in the 
Central Argentine system), in 1896. In 
August, 1904, he was transferred to the 
Stores Department in Rosario, where, 
after occupying various positions, he 
was appointed Chief Assistant in 1911. 
He resigned from the Central Argentine 
Railway in 1928, and later entered the 
service of the B.A.G.S. as Chief Assis 
tant to the Stores Superintendent, 
being appointed Stores Superintendent 
in 1931. He now occupies a_ similar 
position in the B.A. & Pacific adminis 
tration, 


































































NEWS SECTION 


SoutH AMERICAN RAILWAYS STAFF 
CHANGES 

Mr. Everard Meynell has been elected 
a Local Director of the Buenos Ayres 
Great Southern Railway. Mr. Meynell 
is a partner in the financial firm of 
Leng, Roberts & Co., the Buenos Aires 
agents of Baring Brothers, and is also 
a director of various Argentine com 
panies. 

Doctors Luis P. O’Farrell and Ramén 
Videla and Mr. Mervyn F. Ryan have 
been officially recognised by the Argen 
tine Government as legal representa 





Mr. Thomas Pride 


s Superintendent, Buenos .\\ res & 


Appointed Store 
Pacific Railway 


tives of the Buenos Ayres & Pacific 
Railway. 

Mr. A. G. Cooper, General Manager, 
Central Paraguayan Railway, sailed for 
England on leave on August 9. 


We regret to record the death on 
August 26—as a result of a motor acci- 
dent, due to a skid—of Lieut.-Colonel 
Maurice McClean Bidder, D:S.0., 
M.Inst.C.E., M.I.Mech.E., a Director 
of Kitson & Co. Ltd. Colonel Bidder 
was the grandson of two Presidents of 
the nstitution of Civil Engineers, 
Messrs. John Robinson McClean and 
George Parker Bidder ‘‘ The Calculating 
Boy ’’ associated with Robert Stephenson 
in the early construction of railways 
and docks. His father was Mr. G. P. 
Bidder, Q.C. He was educated at 
St. Paul’s School and the Royal Indian 
Engineering College, Coopers Hill, and 
was then apprenticed to Kitson & Co., 
and gained civil engineering experience 
on the Midland Railway. Subsequently 
he held an appointment with the Sur- 
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Left: A neat and tasteful display, 
blending with its surroundings, at Gayton 
Road station, Midland and Great North- 
ern Railways Joint Committee, which 
has won the first prize in the Best Kept 
Stations Competition, 1933-34, for 
stations on the joint line 





{t the International Forestry Exhibi- 
tion which was held in Edinburgh fifty 
years ago, an electric railway in the 
grounds, the first of its kind in Scotland, 
provided a novelty. It was opened on 
July 1, 1884, and on August 22 the 
Prince and Princess of Wales (after- 
wards King Edward WII and Queen 
Alexandra) visited the exhibition and 
travelled on the railway.  A_ special 
saloon was constructed for thetr use by a 
local coachbuilder and, by courtesy of 
Mr. R. T. Skinner, House-Governor of 
Donaldson's Hospital, Edinburgh, we 
are enabled to reproduce alongside a 
view of Their Majesties in this car with 
one of the ordinary coaches following. 
On August 29, Mr. William Ewart 
Gladstone, then Prime Minister, and 
Mrs. Gladstone used the special car for 
a trip over the line 
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. ’ . . . . . . “4 . > . y 
Hungarian State Railways bogie perishables van, specially designed for the conveyance of fruit. poultry, &c.. from Hungar. 
to England via the Harwich-Zeebrugge train ferry 


‘ 


’ > eis ae — : ee a — - : ilway 
The purposes of the van are jindicated in four languages, and an inscription in English only adds that it is * not to run on the M ropolitan Raiea 


between Baker! Street-and Finchley Road or on the Southern Railway over the Whitstable Herbour branch * 
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vey Department of the Siamese Govern- 
: Bidder joined 


which capacity 


in Gallipoli, Egypt and Palestine, was 
mentioned in despatches and awarded 


Sir Henry Fowler, K.B.E. 
D.Sc., late Chief Mechanical 
and Assistant to the Vice-President for 
Development), 
L.M.S.R., has been appointed by the 
Minister of Transport to be Chairman 
of a committee appointed to investigate 
the question of noise in conection with 
mechanitally propelled road vehicles. 


rHE NEw ZEALAND 
RAILWAYS BOARD 


MEMBERSHIP OF 


The re-appointment 
Gunson, Auckland, and Mr. D. Reese, 


The other members of the 
Railways Board are Mr. H. H. Sterling, 
who is Chairman, Mr. Edward Newman, 
C.M.G., and Mr. G. W. 
the Government Railways Amendment 
Act, passed in 1931, the first Chairman 
(Mr. Sterling) holds office for a period 
of four years from the date of his 
appointment, and subsequent appoint- 


first members of the board, two were 
appointed for a period of two 
and two for a period of three 


ments were to be for two years. 
year appointments, and on the expiry of 


their terms last vear they were renewed. 


have now been re-appointed to serve for 


The following are some of the more 
important appointments made by the 
Crown Agents for the Colonies during 


Jaffa Port Improvement, 


Robert Coey, late 


Western Railway, Ireland, in his 84th 
Born and educated at 


Engineering at Queen’s College in that 
city, and joined the G.S. & W. Railway 


draughtsman at Inchicore 


Draughtsman in 
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Manager later. In 1896 Mr. Coey 
succeeded Mr. Ivatt as Locomotive 
Engineer and Superintendent. He 


retired about 1911. 


We regret to record the death, on 
August 24, of the Hon. Evelyn 
Hubbard, a Director of the late Metro 
politan Railway and, until October 
last, Chairman of the Metropolitan 
Railway Surplus Lands Limited. A 
memorial service was held on August 29 
at the Church of St. Mary, Woolnooth. 
Among those present were :- 

Lord Ebbisham (represented by Mr. H. Flook) + 
Lord Plender (represented by Mr. H. Read); 
Sir E. Wyldbore Smith; Mr. Lawrence Currie ; 
Mr. J. S. Anderson; Mr. H. S. Chapman and 
Mr. H. Gibson. 

The funeral service took place on the 
same day at Addington, Bucks. 


Major H. R. Lecomber, O.B.E., 
Sales and = Service Manager for 
Arinstrong-Saurer Commercial Vehicles 
Limited in Ireland, has recently been 
appointed to control the sales activities 
for Armstrong-Saurer  diesel-engined 
vehicles in the North of England in 
place of Mr. G. F. Crisp, who has left 
the service of the company. Major 
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Lecomber is maintaining his interest in 
Ireland. 


We regret to note the death, on 
August 29, of Mr. Grant Hall, Vice 
President of the Canadian Pacific Rail- 
way, at the age of 70. Born at 
Montreal, Mr. Grant Hall graduated at 
Bishop's College and School, Lennox- 
ville, Quebec, and joined the C.P.R. as 
a locomotive foreman in 1887. After 
five years’ interlude with the Inter- 
colonial Railway, he returned to the 
C.P.R. in 1898, to hold the posts of 
General Foreman, Master Mechanic, 
Assistant Superintendent of Motive 
Power (Eastern Lines), and Superinten- 
dent of Motive Power and Car Depart- 
ment (Western Lines), successively. 
From 1911 to 1914 he was Assistant 
General Manager (Western Lines), and 
in the latter year was appointed Vice- 
President and General Manager of those 
lines. It was in 1918 that he was pro- 
moted to be Vice-President of the 
company with jurisdiction over all 
lines. 


INDIAN RAILWAY STAFF CHANGES 

Mr. R. Lean, Chief Mechanical Engi- 
neer, M. & S.M. Railway, returned from 
leave and re-assumed charge of his 
duties on August 4. 








Traffic Arrangements for Hindenburg’s Funeral 


A heavy responsibility was imposed 
upon the German State Railway Com- 
pany by the decision of the German 
Government that the body of the late 
President von Hindenburg should be 
laid to rest in the Feldherrn Tower of 
the Tannenberg Memorial. The num- 
ber of persons to be carried was not 
unusually large but there was very little 
time for the preparations, especially 
considering the fact that the passage of 
the special trains through the Polish 
Corridor had to be arranged in detail 
with the Polish State Railways. 

Twenty-two special trains carried 
official guests from Berlin to Hohen- 
stein, (East Prussia), the outward 
journey being made during the night 
of August 6-7, and the return one 
during the afternoon of August 7. Half 
the trains were run via_ Firchau- 
Marienburg and half via Schneidemiihl- 
Bromberg-Thorn. Owing to congestion 
on the main line, some of the outward 
trains were worked via Stettin-Kreuz. 

As many of those invited to the 
ceremony had to make long and hurried 
journeys from all parts of Germany, 
every effort was made to _ provide 
good accommodation in these trains. 
Thanks to the co-operation of the 
Mitropa and the assistance of the Inter- 
national Sleeping Car Company, no 
fewer than 82 sleeping cars were 
included in the special trains, thus 
accommodating more than half the 
total number of passengers. Sixteen 
dining cars were also run. 

Two of the trains were a little late 
owing to delays in the Polish Corridor; 


but all the others ran punctually. The 
last train arrived one hour before the 
funeral ceremony began, and one hour 
after its completion the first train 
started back to Berlin. 

In addition to the special trains for 
guests, another 84 specials were run to 
Hohenstein, 10 for the SS_ (Nazi 
‘* black ’’ guards) and Stahlhelm forma- 
tions, 58 for the people of East Prussia, 
and the remainder for police and 
Reichswehr men. Finally, about 150 
omnibuses and motor cars were taken 
by rail from Berlin to East Prussia in 
order to provide transport for official 
guests between Hohenstein station and 
the Tannenberg Memorial. 

The provision of these facilities at 
such short notice involved night and 
day working by the personnel con- 
cerned, and the successful handling of 
this unusual traffic problem was 
deservedly recognised by a letter of 
appreciation from the Minister of 
Transport of the Reich to the General 
Manager of the German State Railway. 








L.M.S. ‘‘Att-RANKS’’ GOLF COMPETI- 
TION.—Shunters, stationmasters, and 
locomotive firemen will vie with head- 
quarters officials in the finals of the 
L.M.S. Railway Staff Golf Competition 
for the ‘“‘ L. F. Rowlandson ”’ Challenge 
Cup, to be played over 36 holes under 
medal play conditions at the Hillside 
Golf Club, Southport (Lancs), to- 
morrow (September 1). The 16 finalists 
are survivors of eliminating competitions 
open to all L.M.S. employees. 
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European Express Train Services in 1934 


A statistical review giving details of further remarkable developments 


which have taken place in scheduled speeds on the railways of Europe, 
and P.L.M. Railways of France 


particularly on the Paris-Orleans 


RAILWAY 
August 5, 1932, and 
1933, there appeared re- 
to that which now fol- 
European train service 
developments which took place with 
the introduction oi the summer time- 
tables in May of each year. Once 
again some astonishing progress in 
speed has to be set on record. The 
German 1934 accelerations have 
already been dealt with in full, in the 
June | and July 13 issues of THe RalL- 
Way GAZETTE, and the present article 
therefore concerned mainly with 
those which have taken place in 
France. In that country it is the 
Paris-Orleans-Midi and the P.L.M. 
Railways which have made the greatest 
idvances, the former by the joint aid 
of electricity and steam, and the latter 
by the introduction of high-speed rail 
On the other hand, for the first 
time in many years speed on the Nord, 
which for so long past has taken the 
lead in fast European railway travel, 
has shown a slight retrogression; while 
on the Est, whose speeds last year de- 
clined considerably on account of the 
combination of previously 
run in duplicate into expresses of 
heavier formation and more frequent 
stops, further reduction in speed has 
taken place this year, chiefly owing to 
a limitation now placed on the maxi 
mum speeds which may be run by the 
large 4-8-2 locomotives. Nevertheless, 
these decelerations have rot been suf 
ficient to offset the accelerations which 
have been made by all the other lines, 
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expresses 


and the aggregate mileage of French 
runs booked at over 58, 60, 62, 64, 
and 66 m.p.h. from start-to-stop is, in 


every instance, considerably greater 
than the corresponding figures of last 


year. At over 58 m.p.h. the French 
mileage, for the first time on record 
now exceeds 10,000, the actual figure, 


composed of 134 individual runs, being 
10,329 miles. Another European coun 
trv which has done very well in the 
matter of acceleration is Belgium, and 
although the shortness of most of the 
journeys between stops in that densely 
populated country precludes any at- 
tempt at very high-speed schedules, vet 
1umerous runs at just over 60 m.p.h 
from start-to-stop are now being mad 
over the level 26}-mile section between 
Bruges and Ghent, and over the new 
line between Ghent and 3russels 
scheduled speeds are but little lower 
than this. Following are details of the 
chief alterations made by the various 
railway administrations on their high- 
speed schedules this year, as shown in 
Table A, Sections I and II. 
Great Britain 

There are few innovations to be 
recorded in the British figures, as com- 
pared with last year. On the Great 


Western Railway the new 60-min. run 
from Oxford to Paddington (63-5 miles) 
takes second place; the substitution of 
stops for slips at Bath results in the 
establishment of two start-to-stop runs 
at 62-9 m.p.h. from London to Bath; 
the acceleration of the 9.15 a.m. (now 
Paddington 
produces a run at 59-4 m.p.h. from 
Bath to London; and there are one or 
two other minute changes in schedules. 
Coast 


9 a.m.) from 


On the L.M.S.R. 


rasce A (1 


Railway and 


section 
country 
G.W.R. . ; 
(Great Britain 
L.M.S | Western 
Great Britain 
Midland 
Western 
Midland 
Western 
Midland 
Western 
Midland 
L.N.E.R G.N 
Great Britain N.1 
GA 
GN. 
N.E. 
G.N 
Lom | 
N.I 


G.N.R. .. jan 
(Ireland) 


Bristol 


the 


Datty Runs BooKe! 


Drogheda ., 


to 


Fylde 


From 


Swindon 
Oxford 
Paddington 
High Wycombe 
Paddington 
Paddington 
Kemble 
Swindon 
Paddington 
Westbury 
Moreton-in- Marsh 


Paddington 
Exeter 
Bath 
Paddington 
Swindon 
Westbury 
Exeter 
Bristoltt 
High Wycombe 
Paddington 
Exeter 


Paddington 


Crewe 
Stafford 
Wilmslow 
Coventry 
Crewe 
Euston 
Rugby 
Euston 

rth 
tsfield 





Crewe 
Willesden Junction 


Blisworth 
Luton 
Stoke 
Lutor 


Cheltenham 


Euston 


Mangotstield 


Grantham 
Darlington 
Leicester 


Huntingdon 
Peterborough 
Darlington 

rlesey 
Brackley 
Rugby ae 
Princes Risborough 


Leicester 


Northallerton 


For notes see end of table, page 355. 
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Express introduces a new run at 60-8 
m.p.h. from Crewe to Euston, and the 
8.25 a.m. from St. Pancras to Map. 


chester now runs at 59-7 m.p.h, 
to 
hand the two runs at over 60 m.p.h, 
from Mangotsfield to Gloucester, on the 
West of England route, are both re- 
duced by deceleration below the mile-a- 
London and 
North Eastern Railway an acceleration 
min. of the train from Grimsby 
Cross ’ 
makes a new run at just over 60 m.p.h, 
from Peterborough to London. 
unfortunate that the London-York runs 
of the Scarborough Flyer, 
add 376 miles to the L.N 
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minute 


by 2 
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Paddington 
Paddington 
Bath 
Leamingtontt 
Exeter 
Taunton 
Padding 
Paddingto 
Kemble 
Reading 
Oxford 
Westbury 








Taunton 
Paddington 


Paddington 
Birmingham 
Swindon 
Paddington 
Swindon 


Willesden 
Euston 
Euston 
Willesden Junction 
Euston 


Junction 


Wilmslow 
Watford 
Blisworth 
Euston 
Gloucester 


Kettering 
Coventry 
Euston 
Birmit 
ust 


gham 


Jedford 


Coventry 


Gloucester 
King’s Cr 
York 
Nottinghams§§ 
King’s Cross 
King’s Cross 
York 
Offord 
Rugby 
Leicester 
Brackley 


Nottingham 


York 


Dublin 


level. 


Kettering; 


King’s 
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FROM START-TO- 
Ii Spee 
Miu M.p.b 
65 71-4 
60 63-5 
lo 62-9 
so 61-8 
169 61°6 
139 61-6 
SY 61-3 
76 61-0 
40 60°7 
34 60-6 
28 60.6 
“5 60-4 
175 59-5 
10S 59-4 
176 59-2 
0) 59-2 
48 58:9 
177 58:8 
120 a8 
Ne 58:7 
79 58°7 
179 58-1 
su 38-0 
142 64-5 
128 62°6 
172 61°7 
87 61:1 
156 60-8 
176 60-3 
65 60-1 
63 59-8 
603 59°8 
32 59-8 
$2 59:7 
O5 59-4 
160 59°3 
ray 59-2 
64 58:8 
sa°8 
x sa:-4 
3 58-4 
; 58:3 
17 58-2 
33 58-0 
row 63-3 
$3 61-9 
oo 61-5 
38 60-9 
6 60°3 
$4 60-2 
19 60-0 
4 59-8 
20 59°7 
8 59-6 
4 58:9 
31 58-1 
32 59-4 
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work out at 57-9 m.p.h., and so just 
escape inclusion. The changes so 
effected in aggregate mileage figures are 
slight; the G.W.R. mileage run at 60 
m.p.h. and over falls from 1,307 to 
1,287 miles, but at 58 m.p.h. and over 
it rises from 2,347 to 2,578 miles, so 
that the G.W.R. leads the L.M.S.R. in 
every column of the table but the 
second. The L.M.S. total at 60 m.p.h. 
and over rises from 793 to 952 miles, 
and at 58 m.p.h. is slightly increased 
at 2,337 miles. On the L.N.E.R. 
the mile-a-minute total rises from 275 
to 371 miles, but the mileage at over 
58 m.p.h. falls from 623 to the meagre 
total of 578 miles. On the Southern 
Railway there are no runs whatever 
booked at over 58 m.p.h. from start 
to stop, and that company therefore 
does not figure in any of these tables. 
Its fastest booked journey is from 
Waterloo to Salisbury at 57-8 m.p.h. 


Nord (France) 

As previously indicated, the Nord 
figures show a slight decline in speed 
on those of last year. On the main line 
northwards out of Paris to St. Quen- 
tin and Aulnoye, used by the expresses 
to and from Brussels and Liége, how- 
ever, this deceleration is offset by the 
higher speeds now permissible on the 
Belgian side of the frontier, with the 
result that the very fast non-stop times 
between Paris and Liége are main- 
tained unimpaired, while those between 
Paris and Brussels are even improved, 
the northbound North Star Pullman 
express now boasting the first mile-a- 
minute schedule yet introduced be- 


TABLE B 
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tween the two capitals (193-1 miles in 
191 min.), while the southbound North 
Star is allowed 194 min. only. There 
is still a run in 88 min. over the 95-1 
miles from Paris to St. Quentin, but 
it is transferred from the two midday 
trains to the evening 20.00 express from 
Paris to Brussels, the former being 
slowed to 90 min. and 94 min. respec- 
tively. Similarly last year’s non-stop 
time of 126 min. from Paris to Aulnoye, 
by the 9.15 and 20.00 trains, is in- 
creased to 134 min., in the former case, 
and (inclusive of a St. Quentin stop) 
to 130 min. in the latter. Many of the 
other best times are increased by 1 or 
2 min. ; for example, the 8.15 from 
Paris to Lille now takes 116 instead of 
114 min. for the 119-5 miles to Arras ; 
only one 76-min. run remains over the 
78-6 miles from Paris to Longueau, the 
remainder being now allowed 77 min. ; 
and the 185-min. timings operative 
throughout last winter from Paris to 
Calais (184-1 miles) by the Golden 
Arrow and 12.20 expresses are increased 
to 187 min.; while the slowing from 
190 to 191 min. of the Calais-Paris non- 
stop service in connection with the 
2 p.m. from Victoria brings the speed 
down from 58-1 to 57-9 m.p.h., and so 
cuts this train out of the table. Not- 
withstanding these changes, the Nord, 
as shown in Table B, still remains head 
and shoulders above all other French 
lines in its mileage of runs booked at 
58, 60, and 62 m.p.h. or over. At 58 
m.p.h. and over last year’s 51 runs, 
aggregating 4,981 miles, this year in- 


crease to 54 runs, totalling 5,289 miles; 


Datty Non-Stop Runs over Evropgran Rattways (GREAT BRITAIN AND GERMANY EXCEPTED), 
EXxceepInG 119 MiLes 1n LenGtu, SUMMER, 1934 


Non- Fastest 
Sto 
Railwayt Between Distance Tretne = 
Daily Train Time Speed 
miles. No. min. | m.p.h. 
. . : 10-10D pe 
Nord (26) Paris and Liége 226°7 4 { 17°35U 230 59-1 
Paris and Brussels .. 193-1 4 11-25D 191 60°7 
2-10D ‘i 
Paris and Calais os ‘ 184-1 5 { th } 187 59-1 
Paris and Boulogne (Tintilleries) .. 157-8 1 8-20D 163 58-1 
Paris and Etaples isi 140-5 4 16-40D 132 63-9 
Paris and Aulnoye .. 133-9 1 9-15D 134 60-0 
Etaples and Laon 125-9 2 18-18E 132 57-2 
Paris and Arras 119°5 5 8-15D 116 62-2 
Etat (26) Paris and Saumur a 177-4 12-05D 209 50-9 
Paris and Bagnoles de l’Orne 154-3 3 16-25D 188 | 49-2* 
Caen and Paris ve 148-4 2 12-5ut 184 | 48-4 
Paris and Briouze 140-0 2 11-20D 189 44°4 
f| 10-25D |) 
| : ‘ . 2 13-50D > 
Paris and Deauville 136°2 6 < 18-45U 120 68-1* 
L| 21-46U | J 
Paris and Le Mans .. 131-0 10 15-°25D 145 54-2 
P.L.M. (16) .. Dijon and Lyons 122-1 16 19-00U 100 73°3* 
Est (13) Paris and Nancy 219-0 2 9-09U 216 60°8 
Troyes and Belfort 171-7 1 8-51D 184 56-0 
Paris and Bar-le-Duc 157°5 6 9-00D 158 59°8 
Paris and Bar-sur- Aube 137-2 1 22-50D 154 53-4 
Vesoul and Troyes .. 132-9 1 10-26U 140 57-0 
Chaumont and Laon 147-2 2 20 -37E 165 53°5 
P.O.-Midi (1) Paris and Vierzon 127-3 1 19-20D 134 57-09 
Italian State (24) Florence and Rome 196-5 8 14-15D 257 45°8 
Leghorn and Rome 196-3 a 17-568 239 49°3 
7-008 > 
Milan and Bologna 134-3 7 11-358 |$ 150 53°7 
| 14-108 | J 
| Rome and Naples (Centrale) 133-0 2 19-25W 160 49-9 
D—Down (from Capital). U—Up (to Capital). N—Northbound. S—Southbound. 
E—Eastbound. W—Westbound. * Railcar service. + Figures in brackets indicate total 


number of runs on each railway daily. 


€ Electrically-operated. 
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at 60 m.p.h. and over the figures are 
practically equal; at 62 m.p.h. and 
over there is a substantia] drop from 17 
runs of 2,232 miles to 11 runs of 1,476 
miles only ; and at 64 m.p.h. from 
5 runs of 633 miles to 3 runs of 39] 
miles. In the matter of runs timed 
at over 64 and 66 m.p.h., the Nord is 
now beaten by the P.L.M. and the 
Etat, in virtue of the high-speed rail- 
cars now operated by both the latter. 


Paris-Orleans- Midi (France) 

Further considerable strides in speed 
have been made by this system during 
the past year, wholly on the Paris- 
Orleans section. Indeed, it is remark. 
able that the electrically operated jour- 
ney of 91-7 miles over the Midi main 
line between Bordeaux and Dax, at 
one time covered in 89 min. start-to- 
stop, cannot now be made in less than 
100 min. (save for one non stop north- 
bound run in 97 min.); only one of the 
29 P.O.-Midi runs at over 58 m.p.h. 
included in the table is actually made 
over Midi metals. But the Paris- 
Orleans list, despite its curious inequali- 
ties, is striking. From passing Paris 
(Austerlitz) at very low speed, the 
south-bound Sud Express, electrically- 
hauled, runs to Les Aubrais at 64-2 
m.p.h., and from there to St. Pierre- 
des-Corps at 67-3 m.p.h. start-to-stop; 
then follows a run at 60-8 m.p.h. to 
Poitiers, and after that a 70-0 m.p.h. 
journey—the fastest steam-hauled 
schedule in France—to Angouléme. The 
first, second, and fourth times in this 
sequence show gains of 5, 5, and no 
less than 10 min. on those of last year, 
whereas the time from St. Pierre-des- 
Corps to Poitiers is a minute slower. It 
is singular also, that the north-bound 
Sud Express should need 10 min. more 
from Angouléme to Poitiers than on the 
southbound journey, particularly as the 
17.15 from Bordeaux to Paris makes 
the same run in 69 min. But it is clear 
that the timing of the Sud Express 
going north is definitely eased, especi- 
ally between St. Pierre-des-Corps and 
Paris, in order to permit of time 
recovery when the train is handed over 
late from the Spanish frontier. — Last 
year the P.O.-Midi had but one mn 
timed at over 62 m.p.h.; this year there 
are 2 runs at over 66 m.p.h., 3 at over 
64 m.p.h., 4 at over 62 m.p-h., and at 
over 58 m.p.h. the previous 18 runs 
totalling 1,121 miles are now increased 
to 29 runs, and to a total of 1,644 miles. 

P.L.M. (France) 

It is, perhaps, on the P.L.M. that 
the most noteworthy strides have been 
made, although from what has hitherto 
been a low standard of speed ; and it 
must also be admitted that 14 of the 
16 runs tabulated are made by the 
two Bugatti railcars on the Paris-Lyons 
and Paris-Vichy-Clermont Ferrand set 
The first three of these runs, 
two by the northbound Lyons-Paris cat 
and one by the same car on the south- 
bound journey, all exceed 70 m.p-h. 
from start-to-stop, and are the fastest 
booked runs in France, headed by the 
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74.3 m.p-h. journey from Dijon to 
Laroche. Of the two steam-hauled 
journeys, that from Pougues-les-Eaux 
is made by a very smartly-timed 
morning vapide from Vichy to Paris. 
Although no further P.L.M. journeys 
qualify for inclusion at over 58 m.p.h., 
vet substantial acceleration has been 
going on over the main line between 
Paris and Marseilles ; whereas in 1933, 
for example, the ten best trains over 
the 318 miles between Paris and Lyons 
averaged 48-9 m.p.h. inclusive of stops, 
this year the overall average has been 
raised to 51-6 m.p.h. (equivalent to an 
average reduction in journey time of 
just over 20 min.), and includes 14 
daily services. It is clear, indeed, that 
a different view is now taken by the 
P.L.M. management of the value of 
high speed, and steady progress is being 
made towards higher standards. Last 
vear the P.L.M. had but one run, 77 
miles long, booked at over 58 m.p.-h. ; 
this vear there are 16 runs, totalling 
1,181 miles, so scheduled. 


Other French Railways 

On the Etat the Bugatti high-speed 
railcar service between Paris and 
Trouville-Deauville is doubled daily this 
year, so that there are four runs now 
timed at 68-1 m.p.h. The fast cars 
between Trouville-Deauville and Lisieux 
also come within the 58 m.p.h. range 
on their short run between Pont 
l'Evéque and Lisieux. On the Alsace 
Lorraine system practically no changes 
have taken place. Ihe Est figures, for 
reasons previously indicated, continue, 
however, to decline; last vear’s 16 runs, 
totalling 1,411 miles, at over 58 m.p.h., 
have now shrunk to 7 runs totalling 769 
miles only (two others totalling 169 
miles escaping inclusion by a very nar 
row margin), and only one daily 
journey is now made over Est metals 
on a_ schedule’ in of 60 
m.p.h.—the 9.09 from Nancy to Paris, 
covering the 219.0 miles in 216 min. 


excess 


non-stop. Even in this case the 
previous stop of 7 min. at Bar-le-Duc, 
where a portion from Metz was at- 
tached, has been cut out, but without 
any curtailment of overall journey 
time. Many runs are made, however. 
over Est metals at between 55 and 58 
m.p.h., with the result that the aver 
age speeds of the principal services be 
tween Paris and Nancy, Strasbourg, 
and Belfort are still maintained at well 
over 50 m.p.h., and within a minute 
or so of last year’s figures. 


Belgium and Italy 


Despite the limitation of short jour 
neys and densely-occupied lines, the 
Belgian National Railways have made 
striking advances in speed, especially 
on the Brussels-Ostend main _ line. 
Over the 26-5 miles between Ghent and 
Bruges, and the 33-4 miles of the new 
line between Ghent and _ Brussels 
(Midi), 12 runs are now scheduled at 
over 60 m.p.h. from start to stop, and 
25 at over 58 m.p.h., performed for 
the most part by trains blocs of limited 
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Railway Between 
Nord .. ‘ ; Paris and St. Quentin 
Nord .. : . Paris and Arras 
Etat .. a .-| Paris and Havre 
Nord .. : .-| Paris and Lille 
Alsace-Lorraine ..| Metz and Mulhouse 
Nord .. Pas ..| Paris and Calais 
Nord .. i .-| Paris and Brussels 
P.L.M. on .-| Paris and Dijon 
Peat .. asd ..| Paris and Nancy 
Est .. a ..| Paris and Belfort 
Est and A.L. .-| Paris and Strasbourg 
P.L.M. pes .-| Paris and Lyons 
Paris-Orleans .-| Paris and Bordeaux 
P.O.-Midi we .-| Paris and Bayonne 
P.L.M. re -| Paris and Marseilles 
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Best Daily Expresses 
Distance 
No. of Average Average 
rains Overall Time Overall Speed* 
miles hr. min m.p.h. 
95°1 i 1 353 59-6 
119°5 13 2 vv} 59-4 
141°5 10 2 354 | 54-6 
156-0 11 2 47 CO 56-0 
162-9 12 3 #13 50°6 
184-1 6 3 12} 57-4 
193-1 10 3 21 57°7 
195°1 20 3 453 51°9 
219-0 12 4 04 53-9 
274°9 10 5 21% 51°3 
312-2 11 5 54 52-9 
318-0 14 6 093 51-6 
362-0 10 6 54} 52:4 
484-7 8 9 39 50-2 
536°3 10 11 293 46°7 


* Of all trains shown in the fourth column, stops included. 


accommodation. Another remarkable 
improvement has been effected over 
the 62} miles between Brussels and 
Liége, where non-stop trains are now 
run at frequent intervals, taking 75 
min. from Brussels to Liége and 
72 min. in the reverse direction, which 
includes the formidable climb at 1 in 
30 from Liége up to Ans. 

A number of further runs at over 
50 m.p.h. have been introduced in 
Italy, such as those over the new 
direllissima between Florence and 
Bologna, but not sufficiently fast to 
gure at above the 58 m.p.h. limit, 
which is attained by the two east 
bound expresses of the special Milan 
Venice service only. The correspond 
ing west bound trains run at a slightly 
inferior speed. 

Average Train Service in France 

Table C is of interest as giving a 
measure of the average facilities 
afforded on some of the most important 
services in France. The overall times 
of the principal day trains (except in 
the case of Bordeaux, Bayonne, and 
Marseilles, where night trains are also 
included) have been averaged out, in 
clusive of all intermediate stops, to 
give the average inclusive speed of the 
whole service in each case, and it will 
be noted that at all distances up to 


nearly 500 miles from Paris, this figure 
is over 50 m.p.h. Except as regards 
Calais and Bayonne, also, the number 
of trains comprised in each average is 
never less than ten, and in no case is 
less than five in each direction daily. 
In several cases there are more fast 
trains scheduled each day than was the 
case in 1933. - 

High Speed Mileage Aggregates 

The comparison between the total 
high-speed mileages of the various 
European countries, contained in 
Table D, is of very great interest. It 
will be noted that, at speeds of 60 
m.p.h. and over, the Northern Rail 
way of France, single-handed, hand 
somely beats the whole of the railways 
in Britain in combination, and also the 
German total ; while at 58 m.p.h. and 
over the figures are virtually level. 
Great Britain is left well behind by 
both Germany and France at all speeds 
from 60 m.p.h. and upwards; at speeds 
from 58 m.p.h. upwards, Great Britain 
has a lead of only 70 miles over 
Germany, whereas the French total is 
all but twice the British. It will also 
be noted that at 62 m.p.h. and over 
the French total is more than five times 
the British, and the German total is 
about 2} times as great, while at 64 
and 66 “m.p.h. and over comparison 


TABLE D—AGGREGATE MILEAGE oF EuRoPpEAN RaiLway Runs 1N 1934, TiMED FROM START TO STOP AT 


66 m.p.h. 


64 m.p.h. 


62 m.p.h. 60 m.p.h. 58 m.p.h 





Country and Railway and over and over and over and over and over 
i iles iles. 
Great Britain. miles. miles. mile Ss. : mile . 5 ciniles. 
Great Western ; 77 (1) 77 (1) 355 (4) 1,287 (13) 2 578 (25) 
London Midland & Scottish 153 (1) 286 (2) 949 (7) 2,209 (31) 
London & North Eastern - 106 (1) 371 (7) 578 (15) 
Treland, es 
Great Northern — ; 32 | 
British totals | 77 = (1) 230 (2) 747 (7) 2,607 (27) 5,407 (72) 
France. Aline ees 
Nord oe 396 (3) 1,476 (11) 3,500 (33) 5,289 (54) 
Paris-Orleans Midi 140 (2) 209 (3) 272 (4) 711 (12) 1,644 (29) 
P.L.M 527 (5) 719 (7) 856 (10) 934 (11) 1,181 (16) 
Etat — ‘. 545 (4 545 (4) 718 (6) 718 (6) 860 (19) 
Est . = 219 (1) 769 ‘(7) 
3s . * 4 ‘ 
Alsace-Lorraine , acs 135 (2) 135 (2) 326 (4) 419 (5) 649 (10) 
French totals 1,347 (13) 2,000 (19) 3,648 (35) 6,501 (68) 10,392 (135) 
German totals ‘ "712 (4) 1,641 (12) 1.909 (14) 2,920 (25) 5,337 (62) 
Belgian totals - my (12) = ar 
Italian totals 4 (2 287 ) 
European totals 2,136 (18) 3,871 (36) 6,304 (56) 12,488 (134) 22,189 (298) 


The figures in brackets in each column indicate the number of runs making up each aggregate mileage. 
, 
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practically ceases owing to the diminu 
tive British mileage. It may be 
objected that much of this Continental 
high speed mileage is due to the use of 
railcars, whereas all the British mileage 
is made up of ordinary trains; but the 
threefold answer can be given that high 
speed railcars might well perform equally 
useful service in Great Britain; 
that, on the other hand, only 356 miles 
out of the present German mileage is 
performed with railcars (the Flying 
Hamburger) ; and that on the French 
Northern Railway, which is easily the 
fastest line, taken as a whole, in Europe 
if not in the world, the total railcar 
mileage included in the figures is 157 
miles at 60-7 m.p.h., and 83 miles at 
59-0 m.p.h., so that equally with steam 
as with internal combustion, these 
Continental timetable developments 
are gradually forcing Great Britain into 
a secondary position as regards railway 
Only the Great Western Rail- 
relation to its 


also 


speed. 
way shows, in size, 
enterprise that is in any way 


with the best achievements 


speed 
comparable 
on the Continent 

N.B.—Since this article was written 
certain modifications, chiefly affecting 
certain of the Nord and P.L.M. figures, 
have been made in the official time 
tables. A note covering these will be 
given in a forthcoming issue. 








Lectures in Railway and 
Cognate Subjects 
[The syllabus of lectures on railway 
and cognate subjects to be 
for students in 


provided 
transport at the 
School of Economics during 
the coming university year has now 
been Below is a list of the 
courses, with the names of the lecturers 


London 
issued 


Railway Geography, Prof. | 
B.Se., Ph.D. (M.1 

Law of Carriage bv Rail, W. \ 
M.A., and A. G. Davis, LL.M. (M.1 

Commercial Railway Economics, W | 
Stephenson, M.A. (M.1 


General Statistics, E. ¢ 


Rodwell Jones, 


Ball, O.B.1 


Rhodes, B.A., D.S« 


M 

General Economi of Transport, G J 
Ponsonby, M.A. (M 

Business Administration, Prot \. Plant, 


B.Sc... B.Com M.1 
\ccountin Parts I] and 11), S. W 
L.L.B., F.C.A., and B. Magee, 
M.L.S 
Operating Railway Economics, W. T. Stephen 
n, M.A. (M.1 
Economics of Road 
mbyv, M.A. (M.L.). 
Railway Statistics. G. J. Ponsonby, M.A. (1 
Railway Accounts, S. W. Rowland, LL.B., 
F.C.A. (1 


The letters ‘‘ M,’’ ‘‘ L,’’ and ‘‘S”’ 
(standing for Michaelmas, Lent, and 
Summer) in brackets denote the terms 
in which the lectures are given. 


Rowland 


B.Com., A.C.A 


fransport, G. J. Pon 








RE-BUILDING OF QUEEN’s HOTEL, 
LEEDS.—In connection with the pro 
posed rebuilding of the Queen’s Hotel, 
Leeds, the L.M.S.R. states that final 
plans for the new hotel have not yet 
been approved, while at the request 
of many regular visitors and business 
interests, it has been decided not to 
begin the demolition of the old building 
until the end of March, 1935. 
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Competition and Queensland Transport* 


The greatest problem confronting 
transport undertakings throughout the 
world, and the solution of which is 
being eagerly sought by all the principal 
nations, is that of competition. This 
problem is made more complex by 
reason of the part being played by the 
motor vehicle. We are so accustomed 
to look upon competition as necessary 
in business that we are inclined to 
accept competition in transport in the 
same light, but it is quite a different 
thing. There is a wide difference be 
tween competition in transport and 
competition in ordinary commercial 
undertakings. This difference has been 
clearly explained in a report prepared 
by a Commission appointed by the 
South African Government to investi 
gate the subject of competitive trans 
port. The Commission points out that 
unlike the stock-in-trade of a 
draper, or butcher 


grocer, 


Transportation immaterial 
product which must be sold when and where it is 
provided Transport available at a given time 
and place, if not used, is lost. A nation's 
transportation, moreover, is a vital service 
ind may be treated as talling within the same 
category as does the supply of electrical energy, 

is, Water, Xc., with the difference that whilst 
the latter are of local significance, transportation 
is an essential organ in the economic body and, 
if that organ ceases to function satisfactorily, 
the whole body must necessarily suffer.”’ 


SerTVice Is all 


Few persons are prepared to provide 
transport requiring 
development, but where the business 
would be insufficient to permit of a 
profit being earned. Many however, 
are anxious to obtain a share of the 
already de 
densely populated 
unless there is re 
restriction of competition so that the 
profits earned in the areas where the 
traffic is heavy may be large enough 
to offset the incurred in areas 
undergoing development, services in 
the latter areas cannot be_ provided, 
and development consequently will be 
definitely retarded 

Under certain forms of competition 
the safety of the public becomes im 
perilled. Competitors are tempted to 
resort to racing in order to Zain 
advantages over each other, and verv 
often, due to the conditions under 
which they operate and the necessity 
for keeping expenses to an absolute 
minimum in order to survive the 
struggle, maintenance of rolling-stock 
is neglected. In the struggle of free 
competition the employees are fre 
quently called upon to bear the burden 
by working long hours, at reduced rates 
of pay, under conditions which impose 
a severe strain upon the operators of 
the vehicles, and menace the safety of 


services in areas 


business offering in the 
veloped and more 


ireas, but obviously 


loss¢ > 


the public. In their efforts to secure 
supremacy competing services fre 
quently resort to ‘“‘rate and _ fare 


* Précis of that portion dealing with the 
present-day problem of an address on “* Trans 
port ” given to the Royal Geographical Society 
of Australasia (Queensland) on April 11 last 
by Mr. J. W. Davidson, C.M.G., Chairman of 
the State Transport Board and Commissioner 
for Railways, Queensland. 


wars,’’ during which charges are re. 
duced to uneconomic limits, as the 
result of which the public benefits for 
a time, but when peace is restored, as 
eventually happens cither 
mation or agreement, the 
fixed at such a level 


by amalga 
charges are 
as to recoup the 
losses sustained during the period of 
the competition, so that in the end the 
public pays. 
The remedy 
in the monopolies pro 
viding services under 
proper regulation and control, and steps 
to this end are being taken in practic- 
ally every country of importance 
Perhaps the most recent outstanding 
recognition of this policy is to be found 
in Great Britain in the appointment 
of the London’ Passenger Transport 
Board, in which is vested the control 
ind operation of the whole of the 
passenger transport in the London area 
This Board really 
transport monopoly 


for these conditions lies 
creation of 
co-ordinated 


constitutes a huge 


U.S. View of Road Competition 

Phe most discussed form of competi 
tion at the present day is that existing 
between road and rail Chis is a 
problem which is world wide and with 
which every country is endeavouring 
to grapple, each in its own particular 
way. It is the view of the “‘ man in 
the street ’’ that the railways ar 
obsolete and that the time is not fat 
distant when they will be replaced by 


road) motor vehicles, and __ perhaps 
aircraft However, it is likely that 
many, many generations will have 
passed before the use of railways 1s 


no longer necessary. In this connec 
tion it is interesting to note what 
President Roosevelt, of the United 


States of America, has written in his 


book ‘‘ Looking Forward published 
last year He savs 

‘IT do not share the opin that has beet 
tired recent that the rai have served 
their purpose und a to disappear. 
Capable studet ot A i transportation 
do not suppor view \s Professor Riples 
t Harvard, | pointe tried to 
irr 1 rail av freight b motor truck, 
vou would have to have a tleet of trucks, which 
would make a Hid line buniper bumper, 
ull the wav from New \ San Francisco, 
or to put it different | have to have 
1 1W-ton truck movin ve 4) seconds ovel 
very mile of improved 1 n the United 
states 

‘Let us put it another In a normal 
vear our railways are called upon to transport 
over 30,000,000) people 1,000 — miles, ind to 
transport $40 000 000 tons of tre ht 1,000 miles ; 
no other machine is avai to carry that 
load.” 


No country has yet decided that tt 
can do without its railways. Recogn 
tion of the fact that railways are neces 
sary to the economic lile of the com 
munity naturally requires that steps be 
taken to ensure that the are enabled 
to function efficiently, whilst at the 
same time permitting thi conomic de- 
velopment of other forms of transport. 
The method by which tis may be 
brought about is dependent _very 
largely upon local conditions, as no 


two countries are conditions identical, 
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consequently each country is- en 
deavouring to solve the problem by 
suited to its own particular 


means best | 
It is my _ intention, 


requirements. ' i 
therefore, to deal with this question as 
+ affects Queensland particularly. 

It is first of all necessary that we 
should not lose sight of the important 
fact that it is the railways of Queens- 
land that have made possible the rapid 
and extensive development that has 


taken place in this State. This de 
velopment can be maintained only by 
an adequate and efficient railway 
service. his fact is more fully 


appreciated when we remember that 
6,560 miles of track, constructed at an 
expenditure of more than £60,000,000 
of public funds, is spread over an area 
seven and a-half times as large as that 
of Victoria, and is so widely located 
that not more than 20 per cent. of the 
area of the State is distant more than 
100 miles from a railway; yet whilst 
serving a population less than that of 
the City of Melbourne is so de 
centralised as to provide the man on 
the land with the most direct route to 
the nearest port for the marketing of 
his product Incidentally, many 
people from time to time have urged 
the electrification of the suburban lines 
in Brisbane. This is a matter which 
has been exhaustively investigated, and 
it has been ascertained that Brisbane 
has not yet the population available 
to provide a tratfic sufficiently dense 
to make electrification a paying pro 
position. The advocates of this very 
desirable means of transport often 
make comparisons with the — electric 
systems of Melbourne and Svdney, but 
overlook the fact that in each of those 
cities there are more people than in the 
whole of Queensland. A densi 
passenger tratlic 1s essential to ensure 
in electrified suburban railway — be 
coming an economic proposition, 


Railway Rating Policy 
Queensland is dependent entirely 
upon the products of its primary indus 
tries, in the marketing of which cheap 
transport is essential It is in this con 
nection that the railway rates schedule 
plays so important a part. The policy 
of railway rating the world over is not 
that of charging a flat rate for all 
classes of commodities, but to prescribe 


different charges for different com 
modities, the underlying principle being 
that of charging what the traffic cai 
bear. This is a most vital factor in 


the science of railway rating and one 
Which is sometimes much misundet 
stood. Acworth, in his ‘‘ Elements of 
Railway Economics,’’ puts it clearly 
when he says that to charge what the 
traffic can beay is not a principle ot 
extortion, as some persons are wont to 
imagine, but really means not to « harge 
what the traffi cannot bear 

It is by this means that low rates 
(which, if applied to all traffic would 
be totally unremunerative) are fixed 
for commodit es that in proportion to 
their bulk are of comparatively low 
Value, as, for example, coal, sand, 
gravel, sugarcane. wheat, and other 
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raw products. The loss resulting from 
the application of these low rates to 
such goods is compensated for by the 
charging of higher rates for goods of a 
higher value, for example, manu 
factured goods, such as_ furniture, 
boots, shoes, wearing apparel, luxury 
commodities, wines, beer, spirits, &c. 
If agriculture products were to be 
charged a rate sufficient to return 
working expenses and interest on 
capital, the settler would be unable to 
remain on the land because the market 
able value of his produce would be 
insufficient to enable him to pay the 
cost of transport and obtain a liveli 
hood. 

Although last year 82 per cent. of 
the total goods tonnage conveyed ovet 
the Queensland Railways consisted of 
low freight traffic (coal, coke, and 
other minerals, timber, firewood, and 
agricultural produce), the freight 
return therefrom represented only 47 
per cent. of the total receipts from all 
goods traffic. It will be seen, there 
fore, that by the application of this 
principle of charging what the traffic 
can bear the railways are playing an 
outstanding part in the development of 
the State. 


Influence of the motor vehicle 


The entry of the road motor vehicle 
into the field of transport, however 
makes it impossible for the railways 
to continue this function excepting at 
a heavy financial loss. I do not 


propose to deal at length with the 


favoured conditions under which road 
vehicles operate compared with rail 
wavs beyond mentioning that road 
vehicles, unlike the railways, which are 
required to construct and maintain 
their own roadbeds and _ to provide 
extensive and elaborate signalling and 
safe working equipment for the pro 
tection of the public, have the use of 
the public highways which are con- 
structed and maintained at the public 
expense and upon which the traffic is 
regulated by the _ police. It is only 
reasonable, therefore, to expect that 
road transport undertakings operating 
for profit should make an adequate 
contribution towards the cost of these 
facilities. rhe recognition of this 
principle is fast becoming universal 
[he average earnings per ton mil 
of paying goods traffic on the Queens 
land Railwavs last year amounted to 
1-S2 pence, which also covered empty 
and light running. Even if motor 
vehicles were capable of handling the 
whole of the business conveyed over 
the railways (which would be im- 
practicable), it would be impossible for 
them to do so at such a low freight, 
but, because of the higher rates charged 
on the more valuable commodities, they 
can convey these high class goods at 
less than the rates charged by the rail 
ways. Obviously, however, if the 
railways are to be deprived of this 
high class traffic and left with the 
traffic conveyed at unremunerative 
rates, then they cannot continue to 
pay their way or to provide services 
which, although unremunerative, are 
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desirable and necessary for the proper 
development of the country. 

rhe position has been concisely 
stated by Professor T. Hytten in his 
recent review of the Report of the 
Victorian Transport Regulation Board. 
He states: 
“The central picture drawn by the board 
is this Vhe State had a fairly well-balanced 
transport system, in which the State Railways 
plaved the dominant part, with horse vebicles-as 
feeders. Into this system came the road 
motor, at first innocently to replace the horse, 
but later as a disturbing factor, taking the 
most profitable trathe from the community 
owned railways by using the roads, also pro 
vided by the community, without adequate 
payment for that use. The railways could 
not protect themselves... The private 
road carriers, moreover, did not quite play 
the game, in that the industry was invaded by 
men with lack of knowledge and_ financial 
responsibility, who have been forced to infringe 
the law by overspeeding, overloading, and 
overworking themselves and their employees 
in order to be able to undercut the railways ; 
When, therefore, a competitive transport 
agency comes in to upset a_ well-balanced 
svstem of charges, it 1s necessary to enforce 
some method ot control, wheth the railways 
are publicly or privately owned 

The motor conveyance has quite a 
legitimate place in the field of trans 
port, and its development in its proper 
sphere should not be retarded, but I 
agree with Professor Hytten that it 
should. be operated under proper control 
just as the railways are. Particularly 
in a young country such as Queens 
land, unlike older established countries 
with great density of traffic, it is 
economically unsound, beyond a certain 
limit, to permit road motor services to 
operate in competition with railway 
services without the Government, 
which owns the railways, being ade 
quately compensated for the traffic so 











diverted. 
Co-ordinating Facilities 

It was recognition of this principle 
that brought into being the State 
Transport Board, which is charged with 
the duty of making recommendations 
to the Minister for Transport for the 
regulation and control of transport and 
the co-ordination of services. Up toa 
certain point, motor transport is ad 
mittedly more desirable than rail trans 
port and, recognising this fact, every 
endeavour was made in framing the 
Transport Regulations in this State to 
ascertain at what point the competi 
tion between motor and rail became 
uneconomic. Exhaustive investiga 
tions showed this to be less than fifteen 
miles and, consequently, all vehicles 
operating within that radius’ were 
exempted from the provisions of the 
regulations. The Regulations under 
the State Transport Act provide for 
the control and co-ordination of traffic 
by road, and if carried out will bring 
about better conditions for motor 
operators because of the protection they 
will have against undue competition, 
and at the same time will regulate 
traffic so that the State railways, of 
which the whole community are the 
owners, will get their reasonable share 
of high class traffic to enable them to 
fulfil their proper function in the de- 
velopment of the primary industries 
without which we could not exist. 
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NOTES AND 


August Air Excursions.—The last 
of the August air excursions was run 
on Wednesday last They were from 
Liverpool to Birmingham, fare 30s. ; 
Birmingham to Cardiff, 30s. ; Cardiff to 
Plymouth, 45s.; Birmingham to Cowes, 
#5s.; and Southampton to Bristol, 25s. 
rhe question of running further air 
excursions is being considered, as it has 
been found from experience that they 
are encouraging the public to become 
air-minded 


Locomotive Engineers’ Golfing 
Society.—The inaugural meeting of 
the newly formed Locomotive Engineers’ 
Golfing Society will be held at Brocton 
Hall Golf Club, near Stafford, on 
September 22. Membership is limited 
to those on the register of the Institution 
of Locomotive Engineers. Further 
information may be had on application 


to the Acting Honorary Secretary, 
Mr. H. A. Harrison, 28, Victoria Street, 
S.W.1 


London Transport Changes.—On 
Wednesday last, August 29, four more 
independent omnibus companies in the 
Central London passed to the 
ownership of the London Passenger 
lransport Board, namely, the Ambassa- 
dor Bus Co. Ltd. (3 buses) ; the Sphere 
Omnibus Co. Ltd the Miller 
fraction Co. Ltd. (6 buses); and the 
Perkins Omnibus Co. Ltd. (1 bus). The 
headquarters of the Tramways Depart- 
ment were transferred to 55, Broadway, 
S.W.1, on August 20. 


area 


(2 buses) . 


French Light Railway Results. 
The length of light and narrow gauge 
lines in France worked by the Soc. des 
C. de fer Economiques amounted in 
1933 to 3,626 km. (2,248 miles). The 
receipts fell by 8,812,973 fr. to 
53,042,773 fr., but nevertheless 
there was a surplus on operating of 
1,210,205 fr., corresponding to an 
operating ratio of 98-4 The stock 
consists of 412 locomotives (of which 
115 are standard gauge), 1,049 
riages, and 5,753 wagons. 
March, 1934, this company has 
been responsible for the working of the 
Gray to Is-sur-Tille and Gray to Cha- 
lindrey lines of the Est, which have an 


aggregate length of 213 km. (132 miles). 


Car- 
Since 


also 


G.W.R. ‘* See London ’’ Trips. 
rhe first of a novel series of rail-road- 
river sight-seeing tours of London was 
run from Banbury, Oxford, and Reading 
by the G.W.R. on Wednesday last 
Passengers travelled to Paddington by 
express train and left immediately on 
a road tour of London via Kensington 
Gardens, Hyde Park, Park Lane, Picca- 
dilly, Haymarket, The Mall, Trafalgar 
Square, Whitehall, Horse Guards 
Parade, The Cenotaph, Westminster 
\bbey, and the Houses of Parliament 
to Westminster Pier. Here they 
embarked on the motorship New Dagen- 
ham and went down the Thames to the 
Ford works at Dagenham, which were 
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inspected. Passengers returned to West- 
minster Pier, arriving about 6.0 p.m. in 
time for the theatres or cinemas. 
Tickets were available for the return 
journey by any train. 


The Week’s Road Accidents. 
The Secretary to the Ministry of Trans- 
port has issued the following return for 
the week ended August 18 of persons 
killed or injured in road accidents : 

Reported 
during the 
week as 
having died 
as the 
result of 
accidents 
occurring 
in previous 


Injured in 
accidents 
reported 

during the 


Killed in 
accidents 
reported 
during the 





week weeks week 
No. No. No. 
England 101 26 4,634 
Wales 8 2 262 
Scotland 15 3 488 
124 31 
The total fatalities of the week, as 


the result of road accidents, were, there- 
fore, 155, as compared with 160 for the 
previous week. 


Sino-German Syndicate to Con- 
struct New Main Line in Kiangsi. 
Messages received from Germany indi- 
cate that a contract has been signed 
by the firm of Otto Wolff and by a 
Chinese banking group headed by the 
Bank of China for the formation of a 
syndicate to construct and equip a 
railway from Yushan, on the Kiangsi- 
Chekiang border, to Nanchang, the 
capital of Kiangsi, a distance of 190 
miles. This line is to be completed by 
1936, when it is to be extended to link 
up with the Canton-Hankow system at 
Pinghsiang, another 190 miles. These 
two new lines, aggregating 380 miles, 


will stretch right across Kiangsi Pro- 












vince. More important still is the fact 
that their completion will provide a 
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through route from Canton to Shanghaj 
as follows: (1) Existing lines and line 
under construction, Canton to Chuchoy 
and Pinghsiang; (2) the two lines 
now proposed and contracted — for 
Pinghsiang-Nanchang-Yushan : (3) the 
Yushan-Kinghua line, opened partly 
in October and completed in December 
last year—vide THE Rattway Gazery 
of December 15, 1933, and March 93 
1934; (4) the Kinghua-Yen how-Hang. 
chow branch, opened previously and 
of which (3) Is an extension, (3) and (4 
together forming the Hangchow-Kiang- 
shan Railway; and (5) the original 
Hangchow-Shanghai main line of the 
Shanghai-Hangchow-Ningpo — Railway 
The map clearly illustrates this. (See 
also editorial note on page 333), 


Broadcasting the Attractions of 
Britain.—In the course of a campaign 
to promote tourist traffic from overseas 
and abroad to this country, the Travel 
and Industrial Development Associa- 
tion of Great Britain and _ Lreland has 
broadcast talks from wireless stations 
in Canada and the United States, South 
Africa, Australia, China and France. 
By courtesy of the b.B.C., news items 
regarding industrial development. in 
Great Britain have been transmitted 
to the Empire from the Corporation's 
short-wave station at Daventry. _Lit- 
erature describing centres of industrial 
and scenic interest in this country has 
been exhibited at international fairs in 
Paris, Tel-Aviv, Barcelona, and Geneva, 


The Vatican Private Railway. 
The operation of the Pope's private 
railway, linking the Vatican with the 
Italian railway system, is being under- 
taken by the Italian Government under 
the terms of the Italo-Vatican conven- 
tion published on August 27 The 
Government will receive an annual fee 
equivalent to ¢8 10s. and the Vatican 
will, in addition, pay all expenses 
The agreement provides for a train to 
be run from the Vatican station when- 
ever the Pope requires one According 
to a press message from Vatican City, 
the inauguration of the line will pro- 
bably. take place when Cardinal Pacelli 
leaves for Buenos Altres on September 23 
for the Eucharistic 


Congress. 


opening of the 


A Mass Evening Excursion.—\t 
least 15,000 people patronised an even- 
ing excursion from Glasgow organised 
by the L.M.S. and L.N.E. Railways on 
August 24, the occasion of the annual 
illumination of Rothesay. Several 
special trains and almost the whole 
fleet of Clyde railway steamers had to 
be pressed into service \n interesting 
feature of the arrangements was the 
special routing of the through trains 
to the coast so as to comb out as many 


as possible of the Glasgow — suburbs, 
thus picking up passengers who would 
have been unable to travel to the 


termini after leaving their employment 
in time to join the excursions there. At 
Rothesay, the excursionists transferred 
to the waiting fleet of st imers, which 
cruised slowly round the bay in twe 
concentric circles, travelling in opposite 
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directions. Th L.M:S. vessels pal 
ticipating were the turbine steamers 
Duchess of Hamilton, Du hess of Montrose, 
Duchess of Argvil and Glen Sannor, and 
the new paddle steamers Caledonia and 


Mercury. The L.N.E.R. ran the 
steamers Jeannie Deans and Waverley. 
Return rail arrangements were similar 
to those on the outgoing journey. The 


inclusive third class fare, with cabin on 


steamer, was 3s 3d 


‘‘ Racehorse ’’ Locomotive Names. 

The L.N.E.R., which is building a 
further batch of Pacific type express 
passenger locomotives at Doncaster, is 
to name the latest of these after the 
winner of the St. Leger on September 12. 
The locomotive will be named immedi 
ately the race is won, provided the name 


is not already allocated. The names 
given to the recent L.N.E.R. locomotives 
are :-—Windsor Lad, Colombo, Hyperion, 


Firdaussi, Sandwich, and Cameronian. 


Electric Indicators for Ilford. 
The L.N.E.R. has decided to provide 
three electrically operated platform 
train indicators at Ilford station. One 
will be placed on No. 3 platform and 
will indicate the Up (Liverpool Street 
and Fenchurch Street) trains, while 
another on No. 4 platform will give 
particulars of Down line trains and 
those serving the Ilford and Woodford 
line. The third indicator will be in 
stalled on the York Road footbridge at 
the London end of the station, and will 
indicate the platform from which the 
next train to Liverpool Street or Fen- 
church Street will depart 


More London Area Cheap Tickets. 

The L.N.E.R. and London Transport 
announce that, beginning to-morrow 
(September 1), cheap day tickets will be 
issued daily from Marylebone to Great 
Central Joint Line stations and from 
Metropolitan Line London stations to 
stations on the Uxbridge Line and 
Metropolitan and Great Ceniral Joint 
Lines. These tic kets have hitherto 
been issued only on Sundays, Thursdays, 
and Saturdays The tickets will be 
available outward by any train on 
Sundays and Bank Holidays, any train 
after 10 a.m. on Saturdays, and any 
tran between 10 a.m. and 4 p.m. on 
Mondays to Fridays, for return by any 
train. Harrow-on-the-Hill, North Har 
row, Northwick Park, and West Harrow 
stations, to which cheap day tickets 
have not previously been issued, are in 
cluded in the scheme 


Improved Earnings on Swedish 
State Railways.A Reuters Trade 
Service messag rom Stockholm states 
that the earnin of the Swedish State 
Railways (including the East Coast line 
taken over on Ay ust 1, 1933) mounted 
In June to Ki 15,700,000, compared 
with Kr. 13,700,000 in June last vear. 
After deductior rt expenses and in 
terest on the part of the Government 
debt borne by the State Railways, 


there is a net urplus of Kr. 800,000, 
compared with a loss of Kr. 200,000 last 
year. The net sult for the first half 
of the present ear shows a loss of 





THE RAILWAY GAZETTE 


Kr. 4,500,000, compared with a loss of 
Kr. 10,800,000 for the same period of 
1933. Goods transported during the 
January - June period increased — by 
830,000 tons compared with last year, 
and 2 million more passengers were 
carried. 

Exhibition of Inventions.—The 
Tenth International Exhibition of In 
ventions, organised by the Institute of 
Patentees, will be held at the Central 
Hall, Westminster, $.W.1, from Octo- 
ber 3 to October 13 inclusive. The 
exhibition will be open from 11 a.m. to 
10 p.m. daily. 

Canadian Pacific Earnings.— Gross 
earnings of the Canadian Pacific Rail- 
way for the month of July, 1934, 
amounted to $10,717,000, an increase 
of $575,000, and working expenses were 
$9,206,000, an increase of $432,000, 
leaving net earnings $143,000 higher, 
at $1,511,000. Aggregate gross earnings 
from January | to the end of July 
amounted to $67,928,000, an increase 
of $7,062,000, and the aggregate net 
earnings of $9,565,000 showed = an 
improvement of $3,335,000. 


Institute of Transport Examina- 
tions, 1935.—The next examinations 
for graduateship and associate member- 
ship will be held on April 25, 26, and 
27, 1935, in London and at a number 
of provincial and overseas centres. As 
in previous years, principal transport 
undertakings, subject to the exigencies 
of business, will grant leave without 
loss of pay to employees who wish to 
sit for either of the examinations. Full 
particulars of the examinations, pre- 
ViIoOUus question papers (price ls. per 
set, post free) and copies of a booklet 
entitled ‘‘ The Institute of Transport 
Examinations : Notes for the Guidance 
of Candidates Unable to Attend Pre- 
paratory Courses’ (price 2s. 6d., post 
free) may be had on application to the 
Secretary, the Institute of Transport, 
15, Savoy Street, W.C.2. The closing 
date for the receipt of applications to 
sit for the examinations is March 1, 
1935. 

Great L.N.E.R. Exhibition.—Q<Ar- 
rangements are being made by _ the 
L.N.E.R. to stage an exhibition of 
rolling stock and equipment at York 
on Sunday, October 14, on a scale not 
hitherto surpassed in this country. The 
object of the exhibition is to raise 
funds for the York County Hospital 
Fund. Modern rolling stock and equip- 
ment, as well as a collection of historical 
locomotives and documents, from each 
of the four group railway companies, 
will be on view. Musical items will be 
rendered by five military and other 
bands, and refreshments will be obtain- 
able at any time during the day. 
Nearly 1,000  railwaymen will act as 
voluntary stewards. The exhibits will 
be staged in York station, the old 
station, and in the railway museums, 
and ample cover will be available in the 
event of inclement weather. Excursion 
trains will be run to York from all 
parts of Yorkshire and South Durham. 
The exhibition will be opened by the 
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Lord Mayor of York, who will be 
supported by Sir Murrough J. Wilson, 
Deputy Chairman of the L.N.E.LR., 
Mr. Thomas Hornsby, Divisional General 
Manager, North Eastern Area, and many 
other railway and civic officials. The 
cost of admission to the exhibition will 
be 6d. for adults and 3d. for children 
under 16, and it is hoped that, in view 
of the worthy object of the exhibition, 
it will receive a full measure of support. 

Proposed Albanian Railway. 
According to a lKeuters message, the 
Albanian Government has made pro 
posals to the Jugoslav Government for 
the construction of a railway line from 
Tirana to Skoplje, thus giving Albania 
access ‘to the main railway lines. of 
Kurope 

New Iraq Railways Office in 
Manchester.—-The [Iraq Government 
Railways has now opened an office in 
Llovd’s House, 22, Lloyd Street, Man 
chester, and deputed Mr. A. Rawlinson, 
who has spent many years in Iraq, and 
who is thoroughly conversant with trade 
and conditions in that country, to 
manage It. 

Northern Ireland Traffics.—Statis 
tics of railway traffic and receipts in 
Northern Ireland for the first five 
months of 1934, which have’ been 
furnished by the Ministry of Commerce, 
make comparisons with 1932, In view 
of the abnormal position created by the 
strike early in 1933. On railways 
wholly in Northern Ireland, the number 
of passengers in the five 1934 months 
was 1,493,885, against 1,805,616 in 1932, 
and the tonnage of merchandise and 
minerals 249,943 against 323,136 Ke- 
ceipts from passengers (including season 
tickets) for the five 1934 months were 
£73,379, against £77,990. Goods traffic 
receipts for the five 1934 months were 
£82,839, against £112,229 in 1932. On 
railways partly in Northern Ireland, 
the number of passengers in the five 
1934 months was 1,489,970, against 
1,960,237 for the first five months of 
1932, receipts from passengers being 
£129,991 against £149,288. Goods and 
livestock receipts amounted to £240,996 
against £342,930, and the tonnage of 
goods and minerals was 403,445, com- 
pared with 518,557. 


L.M.S. ** Warehouses on Wheels ’ 
Development.—So successtul have been 
the results obtained from the provision 
by the L.M.S.R. of a fleet of mobile 
warehouses for experimental use at 
various stations, that in 20 cases manu 
facturers and traders after utilising one 
of these ‘‘ mobiles ’’ for a trial period, 
have decided to establish permanent 
buildings to deal with the traffic secured 
during the trial. ‘Warehouses on 
Wheels *” are parcels and other vehicles 
converted into warehouses, and are run 
on their own wheels to goods yards 
where there is a temporary demand for 
extra warehouse accommodation. The 
places where the development of busi 
ness by mobile warehouses has been 
sufficient to justify permanent buildings 
being erected are :—Abergavenny, Ash- 
bourne, Bakewell, Eckington, Gresley 
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Grindleford, Hassop and Long Eaton 
(Derbyshire), Eardisley (Hereford), 
\therstone (Warwickshire), Hest Bank 
Morecambe and Pemberton (Lancs), 
Skipton (Yorks),  Stratford-on-Avon, 
Stone (Staffs), Sturminster Newton 


(Dorset); and Trench (Salop). 


British Trade in India : A Travel- 
ling Exhibition. have 
been opened between Indian State Rail- 
way authorities in London and British 
industrial organisations with a view to 
preparing a_ travelling exhibition § of 
British goods in British India and the 
larger States at an early date Details 
yet to be drawn up, but broadly 
the scheme provides for the equipment 
of a special train upon which stands will 
be installed and 
for 


Discussions 


have 


to which sleeping car 
the officials will be attached. 
It will travel on the principal lines for 
three months, stopping not 
cities, but at towns and large 


rlages 


only at 
villages. 


Locomotive Building in Russia. 
In reply to the letter from Mr. Louis 
Segal, Editor of the Monthly Review ot 
the Moscow Narodny Bank, which we 
published in our issue of July 27, and 
in which the writer defended certain 
figures appearing in his journal regarding 
the cost of the Lugansk Locomotive 
works, U.S.S.R., against allegations of 
inaccuracy made in a letter to Th 
VWanchestey Guardian by Mr. Marcus 
Samuel, we have now received a further 


letter from M1 Samuel Mr. Segal 
maintained that in a second letter to 
The Manchester Guardian Mr. Samuel 
had accepted his figures as correct. 
Mr. Samuel points out that his exact 


words were : As my object is to show 
the Gilbertian way the factories are run 
and the Heath Robinson picture drawn 
by Mr. Ordzhonikidze—-that the engine 
shop reminds one of a holiday scene on 
a boulevard, that cultural activities are 
carried on and brought to ex- 
change to the workers of the Lugansk 
factory during working that 
workers are often found asleep during 


bx Oks 


hours, 


the day shift in the foundry, &c.—how 
the Russians reconcile theiy figures is of 
the least importance.’’ As further evi 
dence of the optimistic nature of this 


picture, Mr. Samuel quotes a statement 
of the Moscow News to the effect that 
the second Five-Year Plan called for an 
increase of 43 per cent. in labour pro- 
ductivity on the railways and a 10 per 
cent. fall in costs. 


Floods in India.—Latest news of the 
serious floods in India is conflicting. 
report the Ganges as 
others as still inclined to 

Bihar and the B. & N.W. 

recently devastated by 
earthquake, are again the principal 
sufferers. The line between Chapra and 
Sonepur has been breached in 16 places. 


some plac es 
falling and 

rise slightly. 
Railway sO 


Fourteen miles of the E.I.R. near 
Arrah, on the right bank of the river, 
were also submerged, but have now 


been put in order and _ traffic working 


has been restored. The threat—not so 
much to the bridge itself, as to its 
approach embankment on the right 
bank—to the Hardinge Bridge still 
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remains, but it is reassuring to 
that, according to The Times Calcutta 
correspondent, Mr. E. B. Robey, Chief 
engineer, Eastern Bengal Railway, has 
issued the following press note : 


note 


rhe unprecedented floods of the Ganges at 
Patna, followed by one from Benares, caused a 
record flood at the Hardinge Bridge which has 
not been attained in 15 vears. Phe rise of 
the flood has been gradual. No damage what 
soever has so far occurfed, either to the bridge 


or to the training works The temporary 
works* begun at the end of last vear have so 
far proved successful. Yhere has been no 


restriction in speed of trains over the bridge, 
which is running normally. 

lhe scour at the piers is a normal occurrence, 
and the deposition of stone to arrest 


bevond the danger limit is carried out without 


erosion 


trouble. The recorded velocities of the tlood 
stream and the discharge of the river are no 
more than have been observed in past years. 
There has been no settlement of any of the 
pliers, nor is any anticipated, 


It is much to be regretted that alarmist 
rumours have been given credence without 
verifving the facts. The committee which has 
issembled at the bridge was deliberately 
arranged to meet when the river was in high 
flood to enable members to see the action of the 
river at its worst By coincideuce they have 
most a which will be ot 
material help in their deliberation 


seen record flood, 
Nevertheless, it must be borne in 
mind that the worst scour in the Ganges 
frequently on a falling river, 
and danger is therefore still to be appre- 
hended during the next six weeks. 


occur®rs 


The Semmering Railway. —The 
anniversary of the inauguration = of 
this railway, which took place in 
1854, has just been celebrated The 
project was designed by \ustrian 
engineers, and its execution, which at 


first met with considerable opposition, 
was eventually furthered and_ facili 
tated by leading men in the Austrian 
Government. The line was constructed 
with a double track Its total length 
from the middle of the station at 
Gloggnitz to the middle of the station 


* Described in Tr 
August 3, 1934, page 202 
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at Mirzzuschlag is 41.825 km Th 

e 
largest and most Impressive Piece a 
construction work on the Semmerin, 
Railway is the principal tunnel, which 
is 1430-34 m. long. In the middle of 
this tunnel the line reaches its highest 
altitude of 


point, an S98 m. There 
are in all 31 viaducts and tunnels 
the most famous of the Viaducts, th, 
one over the Walte Rinne, is 184 m 
high \t the entrance of the first 
long tunnel on the Semmering Rajl- 
way there is the inscription chiselled 


in Latin on the rock : ‘ Franz Joseph | 


Emperor of Austria, had the Adriari 
Sea joined with the German Ocean 
for the intercourse of 


persons and 


goods 


British Association, 1934, Meet- 
ing.—-The annual meeting of the Britis! 
Association for the Advancement of 
Science is to be held in Aberdeen irom 
Septembe1 5 to 12 Che address of th 
President, Sir James H. Jeans, will be 
delivered on the evening of September 5 
Sir Josiah Stamp is to take part ina 
discussion on The Need for a Tech- 
nique of Kconomic Change” on the 
evening of September 5, on September 7 
paper in the Educational 
Science section, on lhe Developments 
Required trom the World and Economic 
Points of View,”’ and on September 10 
will discuss “* Economic Planning.” Or 
September 7, Professor H. M. Hialls- 
worth will deliver a Presidential Address 
in the Economic, and Statistics 
Section, his subject being ‘ The Futur 
of Rail Transport rhe same evening 
Sir Frank Smith is to give a lecture on 

Phe Storage and Transport of Food 
Sir Henry Fowler will present a summar\ 
of the Report of the Committee on [e- 
duction of Noise, on S¢ ptember 10. A 
lelford Exhibition is being staged and 
will be opened on Friday September 7 
by Alexander Gibb. 


will read a 


Science 


Si 
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Shahdara_ (Delhi) - Saharanapur 
Light Railway. Gross earnings for 
the half-year to March 31, 1934, were 


Rts. 5,44,044, an increase of Ks. 56,394, 


or 11-6 per cent. Expenses were 
Rts. 1.87,922, a decrease of Ks. 2,668, 
and net earnings amounted to Ks 


3,13,622, an Ks. 59,062 
Che net profit, after allowing for deben 
ture interest, taxes and other outgoings, 
amounts to Ks. 96,505, an increase of 
Ks. 16,687, and the amount brought in 
is ks. 6,19,359, against Ks. 5,63,423 
The half-year’s dividend is 3$ per cent 
tax free (against 3 per cent. tax free), 
and the sum of Ks. 6,63,364 is carried 
forward. 


Increase of 


Grand Union Canal Company. 
The directors have to report that 
although the net revenue of the com 
pany for the half-year ended June 30 
last, after providing for interest on the 
debenture stocks, dividend on preference 
stock, and other charges, would permit 
of the payment of an interim dividend, 
it is considered expedient to defer the 








r . wo 
OTHER REPORTS 
of dividend until the end of the 
This decision has beet 
the additional 
continuous 


question 
financial year 
arrived at in view of 


expenditure involved Dy 
pumping and other me 


by the unprecedent 


isures occasioned 
ad drought. Th 


development works of the company 
which are nearing completion, are pro 
ceeding satisfactorily. 

Highland Transport Co. Ltd. 


This company, 1m which the L.MS.R. 
holds half the share capital, secured 


for the vear to March 31, 1934 
trading profit of £9,983, as compared 
with £7,631 for the previous year 
\fter allowing for depreciation, the 
net profit amounted to £1,779, a 
improvement of £1,135. The net = 
for the first six months was {3,20 


a disappointing 
months in spite 
vices and other 
ving income tax 
| of 3 per cent., 
profit and loss 


but there has again been 
loss during the wint 

of curtailment of s 

economies. After cha 
and the interim divide: 
there is a debit on t! 
account of £712. 
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HLE.H. The Nizam’s State Railway the rate 


PPLICATIONS are 
of Assistant Loce 
for 


Secunderabad, India. 


ot lifications. 

Age preferably not 
“A good general edu 
Have served an ap} 
5 years in the W 
British Railway « 
firm of locomotive 


= 


ence in either the 
office or in) some 
capacity, supernu 
4{t least one year 
ence preferred 


H.E.H. the Nizi 


Had at least 3 yee 
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of O.S. Rs. 460° per 
grade of O.S. Rs.400-30-700. 
Applications (by letter only 
details or qualifications, age, 
experience, and accompanied 
testimonials, should be addresse 


invited for the post 
motive Superintendent 
im’s State Railway, 


signed not later than 10th September, 1934. 
PF. 


less than 25 years. 


cation. H.E.H. the Nizam’s State Rail 


wrenticeship of at least 269, Winchester Hoase, 
orkshops of a_ leading Old Broad Street, E.C.2. 
vw with a well-known 27th August, 1934. 


builders. The Hyderabad State cu 

irs’ subsequent experi- varies from Oosmania Sicca (4 

drawing office, progress to 117 per 100 British India ru 

workshop supervisory 

merary’ or otherwise 

s drawing office experi- \ YANTED. 
degree or 


Engineer hold 
Institute me 


OFFICIAL NO’ 
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TICES 


mensem in the 


Universal Directory of Railway Officials 
and Railway Year Book 


), giving full 
training and 
by copies | of 40th Annual Edition, 1934-35. 
d to the under- 
3 Price 20/- net. 

ADAMS, 
Secretary This unique sablieaties gives the names of 
way Board, all the principal railway officers through 
out the world, together with essential par- 

D ticulars of the systems with which they are 


connected. Much general and _ statistical 
i information about railways is also con- 
rrency = usually cisely presented. 
$8.) rupees 114 


pees. 
THE DIRECTORY PUBLISHING CO. LTD 
33, Tothill Street, London, S.W.1. 
ing University 
mbership, with 


Candidates should preferably have passed Mechanical and/or Electrical training and ¢ YFICIAL ADVERTISEMENTS intended for 
the qualifying examination for having practical and preferably commercial insertion on this page should be sent in 
\.M..Mech.E. or A.M.LC.E., or possess ‘xperience in connection with railways dealing as early in the week as possible. The latest 

a certificate exempting them from such with Brakes and/or Power Signalling. Must time for receiving official advertisements for 
qualifying examination be willing to travel and able to converse in this page for the current week’s issue is noon 

: French and German Age 25-35. Apply Box on Thursday. All advertisements should be 
Salary.-Will be payable in the currency of No. 17, Tue Ratway Gazerre, 33, Tothill Street, addressed to:—The Railway Gazette, 33, Tothill 


the Hyderabad State 


and will commence at 


Westminster, London, S.W.1. 


Street, Westminster, London, S.W.1. 
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railcar services 
speeds are referred to in the article on pages 
‘n to stable a number of cars at central depots 


operation on French main line railways. 


Certain of those which operate over long 
354-358. The principle adopted for local working 
and work branch lines radiating therefrom 
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CONTRACTS AND TENDERS 


R. Y Pickering & Co. Ltd. has 
received an order from Imperial Chemi- 
cal Industries Limited for ten 40-ton 
tank wagons 


Hadfields (India) Limited has secured 
an order from the Bengal-Nagpur Rail- 
way for 115 tons of mixed black paint 


at a cost of Rs. 32,775. 


Napier Paint Works Limited has 
secured an order from the Bengal 
Nagpur Railway for 100 tons of black 
paint at a cost of Rs. 19,750. 


The Exors. of James Mills Limited 
has received an order from the Bengal 
Nagpur Railway for 171,050 — split 
cotters at a cost of Rs. 12,078. 

Henry Williams (India) (1931) Limited 
has secured an order from the Bengal 
Nagpur Railway for 43,200 broad-gauge 
steel sleepers at Rs.'9-8-0 each. 


Thomson-Houston Co. 
Ltd. has from the Southern 
Railway a contract renewal for the 
supply of Mazda lamps for 12 months 
ending August, 1935 

Ihe Roval Hungarian State’ lron 
Steel and Machine Works has received 
an order from the Eastern Bengal 
Railway for 12 superheated boilers for 
SGC locomotives 


he British 
received 


Danish State Railways 

Electrification Order 
The English Electric Co. Ltd. has 
order from the Danish 
Railways for complete electric 
control equipments for 20 motor coaches 
and 10. trailer control 
equipment will be of the all-electric 
camshaft type, which is’ operating 
successfully on suburban systems in 
Madras, Bombay, Capetown, Vancouver, 
Japan, and other parts of the world. 
Chis repeat order follows the contract 
placed by the Danish State Railways 
in July, 1932, for the complete electric 
traction equipment for 42 motor coaches 
and 21 trailer coaches, in connection 
with the electrification of the Copen- 
hagen suburban lines and the success 
attending the first electrification, has 
resulted in the decision to extend from 
Hellerup to Holte. 

The Brush Electrical Engineering Co. 
Ltd. has received an order from the 
Nizam’s State Railway for six all-metal 
single-dec¢ ked 34-seater bus bodies for 
service in the city of Hyderabad. These 
bus bodies are to be special Brush 
all-metal design to suit the climatic 
conditions and are to be built to the 
requirements of the consulting engineers, 
Sir Douglas Fox and Partners. 


received an 


state 


coaches. The 


Che Brush Electrical Engineering Co: 
Ltd. has also received an order from 
John IL. Thornycroft & Co. Ltd. for 
five single-decked bus bodies to be 
fitted to the 100-h.p.  petrol-driven 
buses which, as recorded in this column 
in our July 20 issue, John I. Thorny- 
croft & Co. Ltd. has in hand for the 
Ramleh Electric Railways, Alexandria. 





Alfred Herbert (India) Limited has 
received an order from the Indian 
Stores Department for one Arne-Krebs 
universal milling machine. 


Yates Improved Rail Anchor Co. Ltd. 
has received an order ior 7,600 Improved 
type anti-creep rail anchors for 80-lb. 
rails for the Peruvian Corporation. 

Hadfields Limited has secured an 
order from the Buenos Ayres Western 
Railway for rolled manganese 
acute crossings and m.s. slide chairs. 


The Patent Shaft & Axletree Co. Ltd. 
has secured an order from the Bengal 
& North Western Railway for eight 
80-ft.-clear steel deck spans for Barandi 
bridge. 

Wm. Asquith Limited has received 
an order for one 4 ft. 9 in. portable 
radial drilling and tapping machine with 
electrical equipment for the Peruvian 
Corporation. 


steel 


5. Stone & Co. (India) Ltd. has 
received an order from the Indian 
Stores Department for 10 sets of Saft 
Company's alkaline train lighting bat- 
teries at a total price of Rs. 29,089. 

R. & W. Hawthorn Leslie & Co. Ltd. 
has received orders from the Cordoba 
Central Railway for seven boilers for 
Class C7 goods locomotives and three 
boilers for Class M2a superheated loco- 
motives. 


Turner Hoare & Co. Ltd. has re- 
ceived an order from the Indian Stores 
Department for one double-ended grind 
ing machine, one self-acting sliding 
surfacing and screw cutting lathe and 
a high-speed shaping machine. 


Britannia Batteries Limited has _ re- 
ceived orders from the Indian Stores 
Department for 10 sets of D.E.A. Co.'s 
alkaline train lighting batteries at a 
total price of Rs. 26,200 and 10 sets of 
Accoumalatoren Fabrika Hagen lead 
acid train lighting batteries at a total 
price of Rs. 17,000. 


G. H. Sheffield & Co. (Engineers) Ltd. 
has received an order for 20 Sheffield- 
Twinberrow metre-gauge bogies for use 
in the ten 30-ton (45-ton gross) all-steel 
bogie covered goods wagons which, as 
recorded in this column in our August 10 
issue, the Gloucester Railway Carriage 
& Wagon Co. Ltd. has on order for 
Parana Plantations Limited. 


Seating for L.N.E.R. 
Tourist Trains 

Metropolitan - Cammell - Weymann 
Motor Bodies Limited has received an 
order from the L.N.E.R. for 1,216 
double bucket-type seats similar to 
those already in use in the L.N.E.R. 
tourist trains, and described and illus- 
trated in our issue for July 28, 1933. 
It is understood that these seats are to 
be arranged as 32 double seats in each 
3rd class coach and 16 double seats in 
each 3rd brake coach, and that a like 
total number of similar seats are to be 
made by the L.N.E.R. at York shops. 
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German railway material has been 
exchanged for 86,000 sacks of Brazilian 
coffee, says a Reuters Berlin message, 

The Agent, G.1I.P 
Terminus, Bombay, invites tenders 
receivable by September 19 for the 
supply of machines for Parel workshops 


Railway, Victoria 


Tenders are invited 
the Controller of Stores, Bombay. 
Baroda & Central India Railway 
Mahaluxmi, Bombay by September i7 
for files, drills and taps required from 
October 1 to Septembx r 30, 1935 


receivable by 


The Agent, East Indian Railway, 105 
Clive Street, -Calcutta, invites tenders 
receivable on September 7 for 50 sets of 
1 in 12 turnouts on steel sleepers for 
90-Ib. F.F.R.B.S. rails, and receivable 
on September 10 for a total of 100 
crossings and 170° switches for 90-Ib 
F.F.R.B.S. chrome steel rails 

rhe Agent, Eastern Bengal Railway, 
invites tenders receivable by Septem- 
ber 6 for the construction in India of 
four broad-gauge well wagons required 
for the movement. of 
locomotives and 


vauge lines 


metre-gauge 
tenders over broad- 


The Agent, Eastern Bengal Railway, 
invites tenders receivable by Septem- 
ber 5 for two locomotive hot-water 
boiler wash-out plants capable of dealing 
with nine metre-gauge boilers in a 


working day of eight hours 


The Chief Controller of Stores, Indian 
Stores Department, Simla, invites ten- 
ders, receivable on the dates named, as 
follow 





Electrically-driven high litt pumping sets for t 
Kast Indian Railway (Septem 13 

Pwo 3-ton steam coal « ingle chain gra 

r5ft. 6in. gauge and Z-tons capacity f 
metre gauge, required for tl tern Bengal Railway 
September 19 

Ouantity of springs ot var Is types required fort 
G.L.P. Railway (Octol 1 





The Franco-Hellenic Railway is calling 
for tenders for three railcars, the type ol 
motive power being left to the tenderers 
Offers are to be submitted to the Cie 
Franco-Hellénique de Chemins de fer, 
34, Boulevard Haussmann, Paris ($e). 


The Viacao Ferrea do Rio Grande do 
Sul is calling for tenders, to be pre- 
sented in Brazil by September 21, 
1934, for the supply of 3,000 seamless 
steel tubes for locomotives and portable 
Further details can be 
lepartment ol 


steam engines 
obtained from the 
Overseas Trade 

The Viacdo Ferrea do Rio Grande do 
Sul is also calling for tenders, to be pre- 
sented in Brazil by October 10, 1934, 
for the supply of cast steel buffer guides 
Further details 


for railway carriages 
he Department 


can be obtained from 
of Overseas Trade. 

The Commercial Secretary to the 
Residency, Egypt, reports that the 
Mechanical and Electrical Department, 
Ministry of Public Works, 1s calling 
for tenders, to be pre ited in Egypt, 
by September 24, for the supply ol 
one narrow gauge <licsc! locotractor 0! 
about 15 b.h.p. Furt! details can be 
obtained from the Department of Over- 
seas Trade. 
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and Irish Railway Traffic Returns 
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Veek 





| Totals for 34th \ 
| 











Totals to Date 


16,480,000. | 
14,908,000 
983,000 
22491 .000 


~I 


| 38,971,000 | 


| 10,579,000 | 


10,337,000 | 
7,612,000 | 
17,949,000 
28,528,000 


6,936,000 
6,000 000 
3,316,000 
9,316,000 
16,252,000 | 


10,043,000 
2,127,500 
1,043,500 | 
3,171 000 
13,214,000 


39,248 
138,726 


190,700 


Add 
105,164 


336,800 


278,500 
615,300 


$21,7 


765 


1,077,696 


1,899 461 





GREAT BRITAIN a 
| } 
| 1934 | 1933 |Inc.orDec.| 
| 
| 

L.M.S.R. (6,940} mls.) ee: _: n 

Passenger-train trattic... 574,000 | 567,000 } 7,000 
Merchandise, Xc. 146,000 25,000 21,000 
Coal and coke 219,000 212,000 | 7,000 

Goods-train tra fhe 665,000 | 637,000 28,000 

Total receipts 1,239,000 | 1,204,000 35,000 
L.N.E.R. (6,339 mils.) 

Passenger-train traffic... 402, OOO 387,000 15,000 
Merchandise, Xc. 275,000 283,000 | 8,000 
Coal and coke 221,000 212,000 | 9,000 

Goods-train trath« 196,000 | $95,000 | 1,000 

otal receipts ... 898,000 | 882,000 |+ 16,000 
G.W.R. (3,750 mls. 7 

Passenger train trafic... 275,000 | 271,000 4,000 | 
Merchandise, &c. 181,000 175,000 6,000 | 
Coal and coke 104,000 96,000 8,000 

Goods-train traffic 285,000 271,000 14,000 | 

Total receipts 560,000 | 542,000 | 18,000. | 

SR. 2,176 mis.) 

Sassanid train traffic 383,000 373,000 10,000 
Merchandise, &c. ... 65,500 63,000 2 500 
Coal and coke aed 32,500 | 34,000 1,500 

Goods-train trafh 98,000 97,000 1.000 

Total receipts 1S1 000 470,000 11,000 

Liverpool Overhead 
64 mls.) | 1 284 1,284 

Mersev (44 mls.) poe! 3,559 3.534 o5 

* London Passenger 
fransport Board... 519,200 507,100 12.100 

IRELAND 

Belfast & C.D. pass. | 3,468 3.55 87 

80 mls.) 
goods 39S o] 123 
total 3 S866 4.076 WW 

Great Northern pass. 13,800 1O.800 3.000 
562 mls.) 

goods 9 100 9.000 100 
total 22,900 19.800 3.100 
Great Southern pass. 31,439 32.240 801 
2,158 mls.) 
goods 31,496 28,427 3.069 
total 62,935 60 667 2,268 
* Sth week, the receipts 


corresponding period last year 


for whit h inc lude those undertakings not sheniiee d - the 


7,257,000 
20,994,000 
37,214,000 


10,427,000 
9,484 000 
6,951,000 | 4 

16,435,000 

26,862 000 


6,967,000 
5,560 000 
3,276,000 | 4 40 000 
8,836,000 
15,803,000 


9.904 000 
2.031 


3,017,000 


1933 Inc. or Dec. 

f | f 
16,220,000 |4+ 260,000 
13,737,000 1,171,000 


326,000 
,497,000 
,757 000 


152,000 
853,000 
661,000 
,514,000 
,666, 000 


31,000 
440 000 


480 000 
149,000 


139,000 
00 96,000 
985,500 | 4 58,000 
154,000 


12,921,000 293,000 
38,639 | 4 609 
134,404 |4 4 322 
4,148,200 |4 $2. 500 
89,529 1,809 
17,769 325 
107,298 2,134 
217,500 {4 89,300 
204,800 { 73,700 


452,300 163,000 


S04 398 17,367 
1,005,638 | 4 72,058 
1,810,036 |4 89.425 

| ‘ 


L.P.T.B. in the 


last year’s figures are however adjusted for comparative purposes, 








Exports of Railway Material from the U.K. in July 


Seven Months Ending 











July, 1934 july,1933 July, 1934 July, 1933 
£ £ £ 
pecomatives, rail 5,813 36,164 168,442 561,060 
arriages and wagons 84,816 33,754 432,064 287,381 
a stee] 3 a 95,827 42,866 517,022 328,769 
heels, sleepers, fishplates and miscel- 
ees materials .. . im 143,454 58,487 599,469 442,157 
Comotive and rail exports included the following :— 
Locomotives Rails 
July, 1934 July, 1933 July, 1934 July, 1933 
f £ £ f 
Arg gentina , 15,336 2,313 8,410 i 
nion of South Africa oa 2 oe = 1,468 22,704 7,502 
tritich India S115 29.9723 44 235 3.87 
a 
ee — a 
. Pi oo» ) , 
For Sept. 22 (Sat.).—Permanent Way Institution 
theoming Events (Manchester-Liverpool), at Blackpool, 3 
Sen p.m. ** Tunnel Repair Work,” by Mr. G. P 
7. : (Tues a tired Railway Officers’ Bull. ' a 
rudd ‘ 300, Great Eastern Hotel, Oct. 2 lues.).—Retired Railway Officers’ 
Ondine a » London, E.C.2, 2.30 p.m. Society, in Room 300, Great Eastern Hotel, 
Sept. 5 2 . er Liverpool Street, London, E.C.2, 2.30 p-m. 
Sept Fee ‘british Association, at Aberdeen. Ordinary Meeting. 
- Me , -- va Engineer’ Exhibition, Oct. 8 (Mon.).— Institute of rransport (London), 
Sinan - Ho ticultural Hall, Vincent at Inst. of Electrical Engineers, Savov 
m2 » Lonade S.W.1, 11 am. to 9.30 Place, W.C.2. 5: p.m. . Presidential 
. Address by Mr. Sidnev E. Garcke. 
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British and Irish Railway 
Stocks and Shares 


| 
~ = | Pri 
— | £8 | $3 
eon | woe $2 | Aug. | 
; = -_ 29, 
1934 
| 
G.W.R. 
Cons. Ord. ..| 551g 31 =| 50 
5% Con. Prefce. ...}10934 | 6912 |112 
59 Pa eeeioery )|10914 | 8712 [10812 
4% Deb. ... .|10815)6) 991, [10915 
14% Deb.. 108 = |10034 |1111, 
44% Deb.. "1116 = |106 1181, 
5% Deb. ... .- | 128 11714 [130 
24% Deb.... ..| 65 60 691, 
5% Rt. Charge 1124 |1111g [12729 
5% Cons. Guar. ..|122 \103 _ 
| 
L.M.S.R. 
Ord. 291g 121g | 22 
4% Prefce. (1923) ‘| 51 | 17 | 461 
4% Prefce. -| 72 | 3314 | 79 
5% Red. Prf. (1955) 93 | 4714 | 9915 
4% Deb. ... -|10314 | 891g [104 
540 Red. Deb. b.(1952) 114 {105 1131, 
4 Guar. . oo] 9724 | 683, |100 
L.N.E.R. | 
5% Pref. Ord. -| 221g 734 161, 
Def. Ord. ... 1034 41g Slg 
440 First Prefce....| 6512 | 193g | 621 
4, Second Prefe . - | 4012 121, | 29 
5% Red.Pref.(1955) | 8334 | 27 83 
4 First Guar. 943, | 5814 | 94 
‘ 0 Second Guar. | 8914 | 48 881> 
3%, Deb. ... oo oe 601, | 77 
4% Deb. ... 10234 | 80 102 
5°, Red.Deb. (1947) 112 |10212 |11 115 
49% Sinking Fund |1071, 9834 110713 
Red. Deb. | 
} 
SOUTHERN | | 
Pref. Ord.... Pe | 2734 | 73 
Def. Ord. ... | 243, 93, 23 
5% Prefce. -+-|10711j6 74 112 
5% Red.Pref.(1964)|10754 | 787 [11119 
5% Guar. Prefce. {12414 |10234 |12415 
5%, Red.Guar.Pref. |1155, _— 114 
(1957) 
4% Deb. ... -| 10712 | 9634 }1071> 
% Deb. ... ---/12612 |11414 1291, 
4% Red. Deb. |10714 |100 10812 
1962-67 
Be.rast & C.D. 
Ord. eee — © 4 5 
FortH BRIDGE 
4% Deb. 991g | 951g | 1021, 
4% Guar. 981, | 94 1021, 
G. NORTHERN 
(IRELAND) 
Ord. so on a. 31, & 
G. SOUTHERN 
(IRELAND) 
Ord. ons ooo] 28 16 14 
Prefce. ... occ] ae 121g | 1612 
Guar. sink ooo] 42 1634 | 46 
Deb. coe «| 60 3078 | 63 
L.P.T.B 
43% “A” 117% j112 {490 
7, a 27% |119%4 |} 291, 
44% “T.F.A” ...|111¢ [106 [110 
he 12212 '114 124 
“Cc ” 8634 741, 80 
MERSRY 
-_ - «se] 161g 5 12 
© Perp. Deb. .--| 83 637g | 861, 
4 Perp. Deb. ...| 62 51 641, 
38 Perp. Prefce....| 505, | 27 491, 
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Railway Share Market pany. The ordinary stock at the current pronounced this week.  Forei ign railway 


market price gives a yield of nearly 6 per stocks, more especially Brazilian issues, 
The stock and share markets have been cent. on the basis of the 3 per cent. divi- were receiving greater attention than for 
firm, with business inclined to improve dend, whilst the 5 per cent. consolidated some time past. Leopoldina 4 per cent. 
following a dull opening of the new fort- preference stock gives a yield of about debenture stock rose to 49}, which is ten 
nightly account on Monday. Home rail- £4 8s. per cent. This movement reflects points, or about 25 per cent. higher than 
way ordinary stocks have reflected the the tendency for gilt-edged securities to the buying price of only a month ago. 
initiation of new speculative operations rise and for any stocks which carry 5 per On this advanced basis the stock gives a 
for the rise on the prospect of increased cent. interest to be bought even at a yield of over 8 per cent. Over 50 bar. 
traffic receipts during the ensuing months. premium of 10 to 12 points. The highest gains were recorded in this stock on the 
[his indication of the return of specula price touched this year by Great Western first two days of the week. Denmand was 
tive operators to the market is not to be consolidated preference stock was 117}, stimulated by the rising tendency of 
regarded as an adverse development, since which gives a good scope for appreciation Brazilian Government bonds, the increase 
it assists ‘‘ freedom ’’ of dealing in the on the current quotation. In other direc in the company ’s traffic sterling receipts 
stocks and tends to enhance the attrac- tions operators appeared to favour and the gee poe nt in the Brazilian 
tions of the market for the investor who Southern preferred and deferred ordinary trade position. Leopoldina Terminal first 
is prepared to pay for and take stock off stocks in anticipation of increased traffic debenture stock was advanced 4} 
the market. receipts resulting from the coming into points without bringing out _ stock. 
Some exchanging was stated to be operation of electrification on the Seven- San Paulo ordinary also responded to the 
taking place out of Great Western ordi oaks line, around which big residential harder tendency, but business in Great 
nary stock into the 5 per cent. consoli areas have sprung up in the past year. Western of Brazil 6 per cent. debentures 
dated preference stock of the same com- Movements in other stocks were not very was recorded at 55. 


Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 


Traffics for 
Week 


Aggregate Traffics to Date 


Shares 


Totals han 4 or 
nerease or Stock 
Decrease 


Miles Week 
Railways open Ending es cane 
ees Total comp ond ; 
this year | With 1933 


No, of Week 


Highest 
1933 


This Year Last Year 


4 £ 
Antofagasta (Chili) & Bolivia 830 26.8.3 20,690 3,230 470,990 20,98 Ord. Stk. 
Argentine North Eastern. . 753 25.8. 8,642 2,519 8 63,024 99's ‘ 
Argentine Transandine .. 111 - - . A. Deb. 
Bolivar ok > e 170 July, 19% 5,100 150 43.850 7,250 3, 6 p.c. Db. 
Brazil os - a Bonds. 
Buenos Ayres & Pacific ee 2,806 25.8.3 70.052 ,343 562,667 663,582 — 100,915 Ord. Stk. 
Buenos Ayres Central se 190 30.6.5 $113,800 + $16,400 703.753 $5,608,039 + $95.7 Mt. Db. 
Buenos Ayres Gt. Southern 5,085 : 3 126,872 16.854 998.034 1,277,864 2798: Ord. Stk. 
Buenos Ayres Western ‘ 1,926 25.8.3 39,466 6,052 353,981 431,649 
Central “ae - 3,700 25.8.: 135,566 13 302 052,320 1,140,681 


Cm 


ZEEE 


Dfd. 
109,843 112,320 . 2. Ord. Stk. 
22,461 19,866 5 
13,204 13,028 
9,031 9,980 949 : 
278,870 342,970 34,100 Ord. Inc. 


Cent. Urugusy of M. Video 3 25.8.5 3,506 532 
Do. Eastern Extn. K 25.8. 2, 416 
Do. Northern Extn. 5 25.8.4 6 : 235 

‘ Western Extn. 25.8.; »2is 139 

Cordoba Central .. oe § 25.8. 31,280 ,650 

Costa Rica .. ee 6 30.6.¢ 20,297 - 045 218,120 240,673 — 22,553 Stk. 

Dorada ee oe oa July 1934 9,000 69,200 53,100 n 3,100 1 Mt. Db. 

Entre Rios ee 25.8.34 11,433 2,316 8 84.837 111,789 3,952 Ord. Stk. 

Great Western of Brazil .. : 25.8.34 6,000 ,300 255,500 328,900 - 73,400 Ord. Sh. 

International of Cl. Amer. June, 1934 $253,322 23,148 2,719.995 $2,658,881 s1,114 

Interoceanic of Mexico ; 

La Guaira & Caracas si 22 July 1934 35 455 

Leopoldina . . as - § 34 35, 249 

Mexican e% es 8: ‘ 34 $201,500 32,400 

Midland of U ruguay ea ‘ i yr, 19: 9.461 716 

Nitrate ee “<< 5.8. 10,480 3,242 

Paraguay Central . - 25.8.5 4.320 060 

Peruvian Corporation ae ,059 ‘ r, 19% 52,617 37: 

Salvador .. “s o 8. @8,019 

San Paulo .. 7 - 53lo 8.! 28,546 

Taltal - ee r, 19% 7.040 

United of Havana. a ,365 25.8.3 20,966 

Uruguay Northern . July, 1934 1,056 


A 


Snwezzzezeze 


eu 


- - Ist Pref. 
25,890 39,270 3,380 Stk. 
831,823 810,916 - 20,907 Ord. Stk. 

610,500 $1,347,500 - $263,000 
9,461 8,745 716 Ord! ‘Stk, 
165.856 69,848 96,008 
36,140 32,380 3,760 
52.617 51,245 ' 
71,787 ¢99,246 
003,077 983,311 
7,040 3,320 
143.210 101,016 ; 2. Ord. Stk. 
1,056 1,066 Deb. Stk. 


South & Centra] America. 
#utSl SF 


~ 


de Se SNe DiS 





@ (Canadian National -- 23,748 21.8.34 585,979 25 3: 20,427,117 17,859,259 

3 Canadian Northern... - - Perp. Dbs. 
Grand Trunk .. ee . - - - 4 p.c. Gar. 

5 Canadian Pacific .. on 17,018 21.8.34 466.200 + 3: 3: ,981,800 13,456,600 325.2 Ord. Stk. 


f Assam Bengal 5a ‘ie 1,290 28.7.34 24,202 3,52: 7 459,414 373,003 8 Ord. Stk. 
Barsi Light. . 202 4.8.34 1,980 ; 59,160 59,047 Ord. Sh. 
Bengal & North Western. 2,112 48.34 38.722 417 ‘ 937,855 908,445 + 29 alo Ord. Stk. 
Bengal Dooars & E xtension 161 4.8.34 3.202 n 238 8 46.813 7,699 S66 = 
Bengal-Nagpur 3,269 28.7.34 99.075 + a 976.550 748,733 227 S12 

Bombay, Baroda & Cl. India 3,072 18 8.34 115,350 rl 25 ‘ 3.066.000 2,942, + 123.900 

Madras & South’n Mahratta 3,230 4.8.34 102,300 } 597 2,109,015 » Z 63% 1,618 

Robilkund & Kumaon .. 546 4.8.34 6,827 ‘ 3 180.044 5,92: 4,119 

« South India . ee 2,526 21.7.34 78,722 3,115 ; ,333.740 »278,57% 54,168 


( Beira-Umtali on 204 June, 1934 57 097 3.32 4 56.945 366,5 + 90,445 
Bilbao River & Cantabrian 15 July. 1934 2,522 f ‘ 2,98 , 2. 
Egyptian Delta... se 621 10.8.34 3.208 77 ‘ 38 A + 17 Prf. Sh. 
Great Southern of Spain .. 104 18.8.34 3: } 5.705 | + 5 Inc. Deb. 
Kenya & Uganda .. «e 1,625 Mar., 1934 + 
Manila ee ee oe - - - B. Deb. 
Mashonaland ‘ “a 91 June, 1934 109.112 35,5 7 § 32 576.205 + 263,927 1 Mg. Db 
Midland of W. Australia “e June, 12.031 - 5 2 3. 207 5 + ee Inc. Deb. 
Nigerian .. we 5 7.7.34 19,306 3, 323,19: + & ‘ 
Rhodesia _ .. ee oe Se June, 19% 183,846 : é 1,420,241 + 366,051 4 p.c. Db. 
South African oe ee 3, 28.7.34 482,470 3: 8,248,769 29: + 956,369 —_ 
Victorian .. os oe ,172 May, 1934 755,392 4 5,38 8,479,194 8.811.604 — 332.410 
Zafra & Huelva... os 2 July, 1934 11,060 _ ae 76,861 73.331 + 3,530 








Note.— Yields are based on the approximate current prices and are within a fraction of ljg. 
; : + Receipts are calculated @ Is. 6d. to the rupee. § ex dividend. Salvador receipts are in currency. 
The variation in Sterling value of the Argentine paper peso has lately been so great that the method of converting the sterling weekly receipts at the 


par rate of exchange 
as proved misleading, the amount bring overestimated. The statements from July 1 onwards are based on the current rate of exchange and not on the par value. 
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(See 


Note) 





